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An Attractive Car 
Is an Efficient Salesman 


FIRST-CLASS salesman does not depend entirely 

upon correspondence to sell his product, but knows 
that it is highly desirable for him to come into personal 
contact with the customer. The rolling stock of an 
electric railway is one of the essential points of con- 
tact between the railway and the traveling public. The 
general appearance of both the interior and exterior of 
cars should, therefore, be kept in a condition pleasing 
to present or prospective riders. The chief engineer 
of one of the largest electric railway properties in this 
country recently remarked that he had found that a 
well-painted car, kept in good condition so as to elimi- 
nate noise, is so good an advertisement that it increases 
the riding sufficiently to pay for the additional expense 
necessary to keep it in this condition. Unfortunately, 
it has seemed necessary during the past few years, 
in the interest of economy, to curtail painting pro- 
grams. Only such cars have been selected for painting 
as were in the greatest need and a great amount of 
temporary painting has been done. This has interfered 
with the sales appeal of the cars. 

Now, the painting of cars and the keeping of the 
paint in an attractive condition is an important factor 
in producing a pleasing appearance. Experience has 
shown, also, that paint can be maintained in good con- 
dition more economically by touching up and revarnish- 
ing at frequent intervals, rather than by burning off 
and repainting at long intervals. It is encouraging to 
note, therefore, that painting schedules are again be- 
ing restored and arranged so as to interlock with the 
overhauling schedules of the car equipment. 


Canadian Association Convention 
Affords Opportunity for Co-operation 


HE eighteenth annual convention of the Canadian 
Electric Railway Association, which will be held at 
Quebec beginning June 1, should be attractive to railway 
men from the United States as well as those from the 
Dominion. That this is appreciated is shown by the 
scheduling of the meeting of the executive committee of 
the American Association at Montreal on May 31 and 
the probable meeting of the committee on way matters 
of the American Electric Railway Engineering Asso- 
ciation at Quebec during the convention. At least one 
paper on the program will be presented by a man from 
the southern side of the border, and a number of United 
States manufacturers will have exhibits. 
There has been for many years a strong feeling of 
feHowship between the Canadian electric railway men 


G and the “Americans,” as residents of the United States 


are often erroneously termed because of the lack of a 
convenient abbreviation for “resident of the United 
States.” Operating men have crossed the border, to and 


» countries. 


fro, in the exchange of executive talent between the two 

The bond of mutual respect and experience 
was strengthened by the Ottawa convention last year. 
It will be further strengthened at Quebec. In commem- 
oration of the coming convention, this paper has gath- 
ered in one issue timely information regarding several 
Canadian properties, from Vancouver on the west to 
Sydney, 3,000 miles away on the east. This is appro- 
priate not only on account of the convention, but because 
Canadian electric railways haye been active sources of 


“news in this field recently. The changing from the left- 


hand to the right-hand rule of the road in British 
Columbia, the taking over of the Toronto system by the 
municipality, the practically complete destruction by 
fire of the Levis County Railway’s equipment, the return- 
current controversy in Winnipeg and the activities of 
“Hydro” in Ontario are typical items. There ought to 
be no lack of topics of interest at the Quebec meeting. 

The choice of Quebec for this year’s meeting is fortu- 
nate. The historic association and the uniqueness of the 
site and layout of the city furnish attractions of no 
mean strength. The visitors will also find in operation 
a prosperous and progressive railway system which is 
meeting local transportation needs under unusual topo- 
graphical difficulties. 


Proposal for a Higher Degree 
of Financial Accountability 


ILLIAM Z. RIPLEY, professor of political econ- 

omy at Harvard, in an article in the North 
American Review on the steam railroad situation, sug- 
gests that bondholders ought to have some share in the 
management, at least as regards those companies near 
bankruptcy. Of course it is easy to marshal against 
such a proposal a summary of the limitation of the 
rights of bondholders, to say that the bondholder has 
advanced money on certain conditions and that if these 
are fulfilled he has no other moral or legal claims upon 
the property, and then dismiss the matter from further 
consideration. But that doesn’t dispose of the matter 
altogether. 

Just at this time the way does not seem easy to a 
realization of the suggestion of the professor, but who 
can say that the proposal of today may not be the 
accepted fact of tomorrow? On this ground alone the 
proposal deserves attention. If the plan is economically 
sound it should not be difficult to bring it about. Loans 
are constantly maturing and being replaced by new 
ones, and the possible purchaser of the new issue, as a 
lender, could insist on any provisions which seemed to 
him better to secure his loan. 

In the light of experience within the last ten years 
it does not seem unreasonable to say there has already 
been a tendency in this direction. Thus, in the case of the 
Interborough Rapid Transit Company, something like 
this occurred when the bankers acting for the lenders of 
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the money laid down conditions about the payment of 
dividends while the loan was outstanding. In general, 
the feeling is not uncommon among bondholders in the 
utility field that the bankers who float bond issues 
should look out for their interests when they are in peril. 

One critic of the professor’s proposal declared that 
application of the plan would be followed by a revolution 
in finance because the greater part of business is con- 
ducted on a basis of about 80 per cent credit to 20 per 
cent cash. This argument proves too much. It is, of 
course, true that the risks which the stockholders 
assume are those that bondholders seek to avoid, though 
they do not always succeed in doing so. Moreover, 
where does the argument lead that the very carefulness 
that makes the investor a bondholder rather than a 
stockholder unfits the bondholder for the role of owner 
or part owner? The history of not a few reorganiza- 
tions would seem to prove that the conservatism of 
bondholders who through foreclosure and reorganization 
have been converted unwillingly, perhaps, into owners 
has made them most successful in this role. 

There is, perhaps, no keener student of the financial 
problems of the railroads than is Professor Ripley. His 
latest proposal may seem academic, but the suggestion 
should not be discussed with quite the air of abandon 
that some of the commentators upon it have assumed. 


How the Distance Fare 
Differentiates the Passengers 


O LATER than our issue of Dec. 10, 1921, it 

was noted how a differential fare, such as the 
unlimited-ride weekly pass, gave a clue to the variety 
of customers served by an electric railway. The 
article also showed their degree of tenacity in using 
the service of the railway—or at least in paying for 
the privilege of using that service whether they 
actually used it or not. Now comes another confirma- 
tion of the value of any fare system which differen- 
tiates the passengers. This time it is from London, 
where they use the zone system. 

It appears that at a recent meeting of the govern- 
ing committee of the London County Council Tram- 
ways General Manager A. L. C. Fell produced some 
interesting figures to prove why the minimum fare, for 
which a ride of 1.2 miles was given, should be reduced 
to a penny instead of the inconvenient 1% pence, a 
multiple coin fare, which is now in effect. The reason 
for the interest in this class of passenger fares lay 
in the fact that for the twelve weeks ended Sept. 28, 
1920 and 1921 respectively, the number of passengers 
paying fares of 3 pence and upward showed an in- 
crease while the lower fare passengers dropped off. 
Translated into terms of distance, this meant there had 
been a loss in all grades of short-haul passengers, with- 
in the 14 and 2 pence distances for which a maximum 
ride of 1.8 miles was permissible. On account of this 
showing the Tramways Council agreed to reduce fares 
by lengthening the stages. The penny stage was 
increased from 0.6 to 1.2 miles, the 2 pence stage from 
1.8 to 2.4 miles and the 3 pence stage increased from 3.0 
to 3.6 miles. This plan entirely eliminated the un- 
wieldly and awkward multiple coin 13 pence fare. The 
new fares became effective last December, and sig- 
nificantly enough the motor buses operating in the 
tramway are also followed suit. 

Such news dealing with surface car travel is of more 
than passing interest even if it comes from the zone 
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systems of London, for it shows clearly what every 
electric railway operator does not yet, but nevertheless 
should, understand, namely, that their patrons are made 
up not only of necessity riders but also of persons who 
are not compelled to ride. The latter are predominantly 
persons who can walk if they choose and each manager 
ought to have plans under way contemplating turn- 
ing these walkers into riders. If he fails to cater to 
them, these people who constitute the cream of the 
traffic so to speak, and whose fares may mean the 
difference between a loss and a profit, he is selling his 
service on the basis of the minimum needs of the com- 
munity instead of making it of the maximum benefit. 
No industry can be successful until some of its output 
is bought without compulsion. 


Will Seattle 
Be Forced to Quit? 


UNICIPAL ownership and operation of the local 

railway at Seattle is the rock on which the ship 
of political ambitions is being wrecked in that city. 
In quick succession, since municipal ownership became 
a fact there, that city has had three Mayors—Ole 
Hanson, Hugh Caldwell and now B. J. Brown. Mr. 
Caldwell started out well to wrestle with the legacy 
which Mr. Hanson handed down to him, but he didn’t 
get very far. As soon as he had been installed as 
Mayor, Mr. Caldwell employed a special investigator to 
inquire into the railway matter. The grand jury also 
took up the subject. The inquiry by the jury did not 
disclose any evidence that any one connected with the 
city administration had profited financially by the pur- 
chase transaction, but the jury did say that the Mayor 
and the Council had been slack in conducting the nego- 
tiations. As a result the Mayor recommended that the 
City Council take the steps necessary to secure relief 
from a contract which the jury considered to be 
incapable of performance according to its terms. 

The unfeeling Council, however, took no action on 
this except to pass a resolution not to levy taxes for 
the support of the railway. It had ideas of its own 
with respect to the matter. The most important of 
these was that a 10-cent cash fare and an 84-cent 
ticket rate would result in an income during 1921 of 
$6,704,642. At the close of the year, however, the 
receipts were from $300,000 to $400,000 short of this 
amount. The Council also thought that there would 
be $1,060,000 on hand last March toward the annual 
payment of the interest and the principal on the pur- 
chase price. On its prediction with respect to this 
amount the Council proved to be wrong by $500,000, 

Mr. Caldwell says there can be no hope for a reduc- 
tion in fare except by a revision of the terms of the 
contract by which the city .took over the local lines. 
This is how the outgoing official sees it. The incoming 
Mayor, however, is for the 5-cent, fare. He says the 
matter of a return to the 5-cent fare is one of the first 
problems that he will tackle when he assumes office. 
There the pretty situation stands. 

Seattle certainly let itself in for a peck of trouble 
when it took over the local railway. Mayor-elect Brown 
may succeed where Mayor Caldwell has failed, but it 
seems more likely that the situation will eventually 
result, as Mr. Caldwell has predicted, in the turning 
back of the system to the original owners or the 
appointment of a receiver through failure of the city to 
live up to the terms of the purchase contract. 
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PANORAMIC VIEW OF QUEBEC CITY FROM THE RIVER 


Quebec’s Railways and Their Power Supply 


Growth of Local Transportation Has More than Kept Pace with that of Population—In Twenty-five 
Years, While Population Has Doubled, Car-Mileage Has More than Quadrupled, Number 
of Passengers Carried Has Sextupled and Gross Earnings Have Octupled 


HE city of Quebec is the seat of government of 

the Canadian province of the same name and it 

is now well into the fourth century of its history. 
It was founded, in fact, the year after the Jamestown 
colony in Virginia; that is, in 1608. The founder was 
Samuel de Champlain, the explorer, after whom Lake 
Champlain was named. 

The physical characteristics of Quebec have an im- 
portant bearing on the local electric railway situation, 
for the city is built on two 
levels, known respectively 
as Upper Town and Lower 
Town. The city is situated 
on the eastern end of a 
narrow promontory which 
is bounded to the south- 
ward by the River St. 
Lawrence and to the 
northward by the valley 
of the St. Charles. The 
cliffs on the St. Lawrence 
side run up the river for 
many miles and average 
between 200 and 300 ft. 
in height. 

The earliest buildings of 
Quebec were constructed 
along the narrow shore at ws 
the foot of Cape Diamond | 
and gradually extended to 


THE CITADEL AND BEYOND, WITH THE CHATEAU FRONTENAC 
AT THE RIGHT 


what is now Lower Town. In many places in this sec- 
tion parts of the river bed have been reclaimed. Wind- 
ing roads cut out of rock, and flights of steps, lead from 
Lower to Upper Town. 

Quebec claims the distinction of being the only walled 
city in North America and it is probably the one which 
has preserved most closely the impress of its founder. 

Electric railway service in and about Quebec is fur- 
nished by the Quebec Railway, Light & Power Company, 

which is owned and con- 

trolled through total own- 
ership of stock by the 

Quebec Railway, Light, 

Heat & Power Company, 

Ltd.;> of “which BH, A: 

Robert was recently 

elected president.* 

“4 The Quebec Railway, 
‘ Light & Power Company 
* comprises three divisions: 
| '(1) the City Division, 
; Operating the street rail- 

way lines in the city; (2) 
j. the Montmorency Division, 
operating a line of rail- 

» Week both electric and 
4,’steam, along the river be- 
tween Quebec City and St. 

*See issues of this paper for 


April 22, 1922, page 691, and 
“April 29, page 733. 


I. D’ORLEANS 


THE MONTMORENCY DIVISION OF THE Q. R., L. & P. Co. CONNECTS QUEBEC AND ST. JOACHIM ALONG THE 
NorTH SHORE OF RIVER ST. LAWRENCE 
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At LEFT, THE DRILL HALL, WHERE THE CANADIAN E. R. A. WILL MEET JUNE 1. 
At RIGHT, THE St. Louis GATE THROUGH THE CITY WALL 


Joachim, which connects at the latter point with an ex- 
clusively steam-operated railroad known as the Quebec 
& Saguenay Railway, now forming a part of the Cana- 
dian National Railways, and (3) the Power Division, 
which supplies electric power for residential and com- 
mercial purposes in the city and surrounding district. 


MORE THAN FIFTEEN MILLION PASSENGERS 
Now CARRIED YEARLY z 


The city street railway, then the Quebec District 
Railway and now the City Division of the local property, 
commenced operations on July 20, 1897.* Its growth 
is clearly indicated in the accompanying table and its 
present extent in the map of the city lines. 

The Montmorency Division is a suburban line com- 
prising about 30 miles of track. It serves a thickly 


*Readers of this paper will be interested in the account of 
the two horse railways, previously. operating respectively in 
Upper Town and Lower Town, which appeared in the STREET 
RAILWAY JOURNAL “Souvenir Edition,” October, 1895. 
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THE CITY OF QUEBEC AND ITs ELEcTRIC RAILWAY LINES 


settled community along the river and handles a large 
volume of freight business. Its connection at St. 
Joachim with the Canadian National Railways is an 
important factor in its business. 

This division transports somewhat more than one- 
seventh the number of passengers the City Division does, 
the annual peak of about 2,270,000 having been reached 
in 1920. The number fell slightly under 2,200,000 last 
year. In 1917 nearly 10,000 carloads of freight were 
hauled on this division, the number for last year being 
about 7,500. 


COMPANY MADE A PROFIT LAST YEAR 


The total mileage- of the Quebec Railway, Light & 
Power Company system is about 78 and its track is 
standard gage. One hundred and fifty motor and 220 
other cars are employed in its service. Ten new pay- 
enter cars are due for delivery at about this time. In 
the report of the president to the board of directors 

= recently issued and covering the year 
ended Dec. 31, 1921, the gross earn- 
ings were shown to be $2,757,836, an 
increase of $203,424 over the preced- 
ing year. The year’s surplus was 
$87,513, as compared with a deficit of 
$33,172 for 1920. The present sur- 
plus is $684,413. 

As the power and electric railway 
developments in Quebec have been 
closely related, a brief summary of 
them will indicate how the present 
organization has been evolved. 

Back in 1884 there was a small elec- 
tric lighting steam plant with two 
“T-H” dynamos located in an old mili- 
tary barracks beneath the fortification 
walls near St. John’s Gate. It be- 
longed to the Quebec & Levis Electric 
Company. The following year a hy- 
draulic plant, under a head of about 
130 ft., was installed at Montmorency 
Falls, 7 miles below the city. At first 
the lighting circuits contained only 
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are lamps, but in 1888 incandescent lamps were supplied 
with alternating current transmitted at 1,000 volts and 
distributed at 52 volts. 

In 1893 the company became the Montmorency 
Electric Power Company, which in 1894 built -a modern 
hydraulic plant, with a 6-ft. flume furnishing 170 ft. 
head. This was the plant that furnished power to the 
Quebec District Railway through motor-generators in 
a substation in Quebec. The flume was next carried to, 


the brink of the falls, increasing the head to 190 ft., and) 


a 300-ft. concrete dam was built. 
AN EARLY STEAM RAILROAD ELECTRIFICATION 


Next, in 1898, the power company, the District Rail- 
way and the Quebec, Montmorency & Charlevoix Rail- 
way (a steam road) were amalgamated under the name 
of the Quebec Railway, Light & Power Company. 


A “SPEING-QUEBEC” CAR LEAVING THE CHATEAU. NOTE THE 
GRADE OF THE STREET ON WHICH THE CAR STANDS 

The steam road was soon after (in 1900) electrified 
from Quebec as far as St. Anne de Beaupré, with con- 
sequent further enlargement of the Montmorency power 
plant. A 200-kw. motor-generator set was installed at 
St. Anne de Beaupré, 14 miles from the power plant. 

Developments now came thick and fast. In 1907 a 
further development was made at the Natural Steps on 
the Montmorency River about a half mile above the 
Montmorency Falls plant, giving a capacity of 1,500-kw. 
Two years later the transmission was changed from two- 
phase to three-phase and at 23,000 volts. Scott-con- 
nected transformers were installed at Montmorency 
and Quebec to interconnect the transmission and dis- 
tribution lines. 

In 1909 a merger was formed of the Quebec Jacques 


Cartier Water Power Company, the Frontenac Gas. 


Company, the Canadian Electric Light Company (of 
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Tue FAMOUS CANTILEVER BRIDGE NEAR QUEBEC. 
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MONTMORENCY FALLS, AN IMPORTANT LOCAL 
SOURCE OF ELECTRIC POWER 

Levis, P.Q.,) the Quebec Gas Company and the Quebec 
Railway, Light & Power Company, forming the present 
parent company known as the Quebec Railway, Light, 
Heat & Power Company, Ltd. 

The Quebec Jacques Cartier Company has a power 
house 18 miles from Quebec City on the Jacques Cartier 


OPERATING eee 7 FOR CITY DIVISION, Cae RAILWAY, 
LIGHT & POWER COMPAN 


Earnings 
Revenue per 
Annual Passengers Gross Car-Mile _Quebec’s 
Year Car-Mileage Carried Earnings Cents Population 

1897-1898 747,583 2,504,269 $113,874 15e23 63,000 
1898-1899 996,874 3,394,163 147,086 14.66 64,500 
1899-1900 1,105,776 3,453,576 149,440 13.50 67,000 
1900-1901 1,089,450 3,715,675 159,877 14.50 68,000 
1901-1902 1,112,361 4,192,799 179,111 16.10 68,700 
1902-1903 1,170,031 4,424,124 187,656 15.15 69,400 
1903-1904 1,138,546 4,457,761 190,218 16.53 71,000 
1904-1905 1,156,777 4,619,771 201,312 17.40 72,300 
1905-1906 1,220,254 5,054,223 214,461 17.57 74,000 
1906-1907 1,274,856 5,374,421 233,770 18.34 74,800 
1907-1908 1,332,210 5,910,121 255,676 19.18 76,100 
1908-1909 1,394,744 6,859,679 287,494 20.61 76,700 
1909-1910 1,602,455 7,169,245 302,975 18.89 77,600 
1910-1911 1,656,524 7,857,680 351,442 vA ter A| 78,000 
1911-1912 1,782,928 8,785,995 379,492 21.28 79,400 
1912-1913 1,967,554 9,908,674 425,401 21.62 81,200 
1913-1914 2,136,220 11,276,975 488,852 22.77 83,000 
1914-1915 2,089,489 11,242,483 483,136 22.95 85,500 
1915-1916 2,122,183 12,278,607 523,525 24.67 89,000 
1916-1917 2,299,258 13,165,318 560,954 24.40 94,000 
1917-1918 2,164,136 12,671,372 545,547 25.21 103,000 
1918-1919 2,179,575 13,334,247 643,958 29.54 105,600 
1919-1920 2,298,144 14,112,706 764,392 33.26 111,094 
1920-1921 2,392,256 15,387,497 907,275 37.93 115,426 
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THE CENTRAL SPAN OF THIS FELL DURING ERECTION 
THE PREDECESSOR OF THIS BRIDGE COLLAPSED DURING CONSTRUCTION 
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River, at Valcartier, with two three-phase generators 
of a capacity of 750 kw. each. Transmission to Quebec 
is at 23,000 volts, and there is a steam auxiliary plant in 
the city comprising three 350-kw. generators. 

The Canadian Electric Light Company has a power 
development on the Chaudiere River, near Charny, with 
two 750-kw. and one 1,000-kw. three-phase generators, 
developing power at 11,000 volts, and transmitting 9 
miles to a substation in Levis. The Levis and Quebec 
substations are connected by means of submarine cables 
across the St. Lawrence River. 

From the Levis substation power is supplied to 
operate the Levis County Railway,* the Louise Dry 
Dock, and all electric requirements on the South Shore. 

The Laurentian Power Company of Seven Falls, P.Q., 
also supplies electric energy to the Quebec Railway, 
Light, Heat & Power Company, Ltd., under contract. 
Seven Falls is approximately 35 miles from the city 
of Quebec. 


Snow Removal Allowances the 
Stumbling Block 


Rehabilitation of Levis County (Quebec) Railway Held Up 
Pending Agreement as to Amounts to Be Paid 
by Municipalities Served 


By H. E. WEYMEN 


Manager Levis County Railway, Levis, Que. 


HE editors of this paper have asked me to explain 

the developments on our property since the dis- 
astrous fire which occurred Feb. 21, 1921, and which 
wiped out our carhouse, shops and all of our equipment 
and rolling stock excepting four Birney and two con- 
verted one-man cars.t The succeeding events were as 
follows: 

After the fire we were able to give only a partial 
service. This was on a twenty-minute headway on the 
Lauzon division and the up-town division and one of 
three-quarters of an hour or one and one-half hours 
on the Quebec Bridge division. The long headway 
occurred when one car was undergoing repair. 

As all of our six cars were required to give even 
this limited service, we had no spares, 

With the help of a newspaper campaign we prepared 
the way for a general meeting of the four municipali- 
ties and the Levis Board of Trade. The Board of Trade 
took the question up itself and appointed a committee 
to study the tramway question. 

Although the company’s loss was fully covered by in- 
surance, aS measured in terms of the cost of the 
property, this insurance was not sufficient to replace the 
loss at the present-day prices and it meant an invest- 
ment of an additional $100,000 over and above the 
insurance money to make good the loss. 

The company found itself unable to obtain this addi- 
tional money unless there was some prospect of revis- 
ing the franchise conditions under which it was operat- 
ing. Two municipalities, St. Romuald and Lauzon, 
Were opposed to any changes and would not even give 
us a hearing. However, the Levis Board of Trade 
finally invited all parties to a general meeting, which 
was held at Levis on April 6, 1921, at which the exact 
situation of the company was explained by Dr. Louis 


*An article on the Levis County Railway appears on this page. 


7See issues of this paper for Feb. 2 
i oe b. 26, 1921, page 429, and March 


Herdt, consulting engineer, and other directors of the 
company. 

The main point of the discussion was the cost of 
snow removal in winter, which is too heavy for the 
company to bear.t After this meeting, and allowing 
time for the situation to be discussed by the municipali- 
ties, a further meeting was called in July, at which 
each of the four municipalities made its offer. ‘Three 
offered the company less than it had been receiving 
excepting the effect of a revised fare. The city of 
Levis only increased the allowance for snow removal. 

The company, of course, was unable to finance the 
fire loss on these terms and the whole matter came to 
a deadlock. Another meeting was called in September 
by the Board of Trade and its committee, as a result 
of which a second delegation approached the Premier 
of the province, asking his assistance, supplementing 
the efforts of the first delegation which had approached 
the Premier in March, 1921, just after the fire, for the 
same purpose. ; 

Repeated effort was made after the September Board 
of Trade meeting to break the deadlock, but Lauzon 
and St. Romuald absolutely refused to do anything 
further. In consequence, when on Nov. 9 the first big 
snowstorm arrived, the company was obliged to store 
its cars in a temporary shed for the winter. A local 
garage operated two buses from Levis Ferry to Lauzon, 
but on the remainder of the system no service whatever 
was given. 


PROVINCIAL LEGISLATURE TAKES A HAND 


In February, 1922, another delegation waited on the 
Premier asking him to do something to break the dead- 
lock, and in consequence the Legislature passed a law 
giving the Public Service Commission jurisdiction. - In 
the meanwhile, the city of Levis made another attempt 
to get the other municipalities to make an offer which 
would be acceptable to the company. This again fell 
through and late in March the city of Levis passed a 
resolution making a certain offer to the company which, 
if refused, would be referred to the Public Service 
Commission, together with the propositions of the 
other municipalities for arbitration and a judgment. 
Lauzon immediately took action in the civil court to 
cancel the company’s franchise and force it to remove 
its track and equipment. In the meanwhile, the new 
law came into effect and the company agreed with the 
city of Levis to refer the whole matter conjointly to 


the commission with a request to it to bring the other 


municipalities into line. The case came .before the 
commission on April 26, when Lauzon and St. Romuald 
opposed the jurisdiction of the commission. The com- 
mission, however, maintained that it had jurisdiction 
and the hearing of the case went on. Lauzon, on find- 
ing that the commission had jurisdiction, withdrew its 
action on condition that the company pay the costs of 
the action before the civil court. St. Romuald, how- 
ever, refused to acknowledge the jurisdiction and took 
an injunction against the commission to stop the hear- 
ing. This, however, on the following day was refused 
and the case continued and finally closed on May 4. 
The company had Dr. Herdt as its expert, together 
with Professor Burr of McGill University. Judgment 
was reserved by the commission, but one is expected 
by the end of this month. 


{In an illustrated article in the issue of this paper for April 3, 
1920, page 699, Mr. Weymen explained the snow conditions involved 
in a Levis winter. 
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Does a Small Company Need a Safety Supervisor? 


Manager of Nova Scotia Property Says that the Essential 
Requirement for Successful Accident Reduction Is Con- 
viction of Its Importance on the Part of the Executive 


- Bye @e€. CurRTIS 


Manager Cape Breton Electric Company, Ltd., Sydney, N. S. 


HE manager of an electric railway who does not 

have a keen, genuine and personal interest in the 

safety work of his organization is not only 
missing a lot of fun but is seriously reducing the over- 
all efficiency of his men, and is probably wasting, in 
settlement of claims, money which might better be 
spent for the constructive purpose of preventing acci- 
dents. He is also neglecting an opportunity of getting 
in closer touch with his fellow-workers, learning their 
points of view and drawing out many who have the 
welfare of the company always at heart, but who too 
often do not find an opportunity of demonstrating this 
fact. m4 

It seems inconceivable that there should be public 
utility managers left of those who only a few years 
ago apparently felt that a claim agent capable of driv- 
ing a hard bargain was far superior to a claim agent 
intent on preventing accidents. 

Probably the old type is extinct; in any event, let’s 
assume that every one nowadays believes in preventive 
measures and would like to have a “safety first’ organi- 
zation functioning at all times. How is it to be done? 
Must a small company have a safety supervisor and an 
elaborate plan, or is there some simple way which will 
produce results? My only answer is to describe briefly 
one scheme which has worked, not the best we are free 
to admit, not perfect in all its details, but simple, in- 
expensive and workable. 


A SIMPLE ORGANIZATION ONLY IS NEEDED 


The Cape Breton Electric Company, Ltd., under 
Stone & Webster management since its incorporation 
in 1902, operates a street railway in the city of Sydney 
and through the towns of Glace Bay, Dominion, North 


April 4, 1922. 

Meeting opened in Sydney Lobby at 
9.30 a.m. on Monday, April 3, by read- 
ing of minutes of previous meeting, 
which were approved as read. Mr. 
Bulley comments as follows: Last car PS Ce 
to reach Henry Street should pull up A 
far enought so that the rear end would 
be beyond the front end of the waiting 
car. Passengers alighting wouid then 
see car on other track before they 
started to cross the tracks. Complaints 
about cars should be reported on in 
and out sheets and if nothing is done 
then it should be taken up with In- 
spector. If he doesn’t attend to it 
bring it up in Safety Meeting. 

N. Munroe—Car 6 was not coasting 
Friday. H. J. MeNeil—Doors_on car 
52 not fixed. M. McKenzie—Roof on 


sewer 


Street. 


car is very near. 
almost 


track. Mr. 


close. 
cases. 


car 203 still leaking in vestibule. 

Switch at Ashby Corner not plugged J. A. McPherson, 
and car split it once in a while. The Kenzie, nothing. 
tongue is slightly bent. This will be poles on Townsend 


attended to. Mr. Bulley referred to the 
newspaper report of a woman falling in 


painted. 
a water hole at Ashby Corner. She 


CAPE BRETON ELECTRIC COMPANY, LIMITED 
Minutes of Safety Meeting of Night Trainmen—Sydney & Glace Bay Division 


fell in the puddle of water covering the 
in front of McDougall’s Store. 
This sewer is blocked and has 
reported to the City Engineer. H. 
McNeil knows about it. 
Leonard, nothing. 
McKinnon—wWater has 
rut along side of car rails on. Prince 
Autos run down this rut 
do not attempt to turn out until 
They then find it is 
impossible to get out of the A. 
Bulley suggested that in 
cases like that the motorman take a 
few seconds to explain to driver how 
dangerous a practise it is to drive so 
This might help out in several 


Mr. Bulley read an article from a 
magazine comparing the stopping dis- 
tances of street cars and automobiles. 


H. J. McNeil—New 
George should have stop marks re- 


Since doors of all cars are 
only open on one side of street: the 


Sydney and Sydney Mines, serving a total population 
of about 60,000. Included in the system is an inter- 
urban line between Sydney and Glace Bay, a distance 
of 14 miles. Two ferryboats are operated across the 
harbor between Sydney and North Sydney, a distance 
of 5 miles. The company distributes light and power 
in all these cities and towns except Glace Bay, where 
there has been a municipal plant for twenty years. 

A little more than three years ago, after considerable 
thought and discussion as to the best way of organizing 
for safety, we decided that the only way was to go 
ahead and see what would happen. It was felt that fire 
prevention was in many ways so closely related to 
accident prevention that it should be included in our 
scheme, and experience has shown that it makes our 
work more interesting, and the results are extremely 
gratifying. 

A central safety committee was appointed, consisting 
of the superintendent and assistant superintendent of 
the railway department, the master mechanic, the in- 
spectors and foremen, the assistant treasurer, the light 
and power superintendent, the superintendent of dis- 
tribution, the chief engineer of the power station, the 
line foreman, the meter foreman, the superintendent of 
the ferry department and a few others from all de- 
partments. 

For the first year or more meetings of this central 
committee were held weekly, since then bi-weekly. The 
personnel changes slightly from time to time, but 


superintendents and foremen are always kept on the 
committee. 

A clerk in the manager’s office acts as secretary, 
keeps minutes of all proceedings and looks after the 
distribution of safety literature and copy 


for our 


marks should be painted on left hand 
side coming from the Esplanade. 

R. Richards—Hanger_ straps should 
be placed in small cars, Several missing. 

J. A. MecDonald—Sanders not working 
on all Bay cars. On some it does not 
throw on rails. 

N. Munroe, 
nothing. 

H. Strickland—The Glace Bay cross- 
ing diamond is pretty rough. 
Cameron—Gave an 


been 
J. 


made a ee 
nothing; P. Diggins, 
and 
the 


illustration 
where he opened ventilators as car was 
hot and some passengers thanked him. 
When collecting fares further down the 
car one passenger complained of cold so 
he had to close them. Mr. Bulley read 
an article from a magazine on Statler 
Hotel rules. A. Cameron brought up 
the delay caused by trainmen having to 
earry lantern, stool, headlight and tool 
box from one car to another when 
changing. If permanent places were 
made for lantern and tool box on each 
car then time would be saved. This 
will be looked into. Meeting adjourned 


at 10:55 a.m. 
(Signed) E. O. SMITH 


nothing; M. Mc- 


Street above 
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general newspaper advertising, which includes a con- 
siderable amount of “safety first” propaganda. 

The manager acts as chairman of all meetings unless 
unavoidably absent. At each meeting minutes of the 
previous meeting are read and approved, then anything 
left over is discussed and, if possible, disposed of. 
After that suggestions are called for and fully dis- 
cussed. Recent accidents or near accidents are studied 
for the purpose of preventing similar ones in the 
future, and always the thought is stressed that most 
accidents and fires are preventable if only proper pre- 
cautions are taken in advance. Each man is encouraged 
to think for himself and to put the principles which he 
learns into practice, not only in his daily work but in 
his home life as well. 

Accident prevention and fire prevention are the prin- 
cipal topics discussed, but no other subject is barred 


ve you 


ocal 
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The idea is continually kept in mind that results 
are what we seek, and superintendents have ample 
authority to put into effect desirable suggestions with- 
out delay, provided of course that the expense is not 
prohibitive. 

The time spent by men in attendance at meetings is 
at the company’s expense except in the case of monthly 
men attending meetings held outside working hours, 
and such meetings are not frequent. 


ALL AVAILABLE MATERIAL IS UTILIZED 


Our company is a member of such organizations as 
the American Electric Railway Association, the 
Canadian Electric Railway Association, the National 
Electric Light Association, the Canadian Electrical 
Association, the National Safety Council, the Canadian 
National Safety League, the National Fire Prevention 


~ ‘THIS DEPARTMENT fs the most_Inex< 


pensive method of making adverti= 
tbe public. 


ing appeais 
tr smal 


page—free of charge. If you have 
;Snything io say to the public say it through 
a Record Local ‘Adel 


SAMPLE ADVERTISEMENTS USED BY LocAL RAILWAY IN SYDNEY, N.S. 


when time permits. An opportunity is thus offered for 
all men present to learn something more than they 
otherwise would concerning the conduct of our busi- 
ness. An atmosphere of frankness prevails and all the 
cards are laid on the table. If wage reductions are 
necessary the reason therefore is clearly explained and 
our financial reports are studied like accident reports. 

Aside from the central committee, each superin- 
tendent acts as chairman of a local safety committee, 
consisting of all the men in his department. Meetings 
are likewise held bi-weekly at such hours as will be 
convenient for the majority of the men. Trainmen, 
trackmen and carhouse men meet in this way and each 
becomes familiar with the problems of the other. 

Recommendations made by the local committees are 
brought before the central committee for discussion 
and decision, but very often action has already been 
taken by the superintendent and no formal decision by 
the central committee or manager is necessary. 


Association, the Nova Scotia Accident Prevention Asso- 
ciation, and the Society for Electrical Development, 
Inc. Through’ these organizations all kinds of mate- 
rial for the study of accident and fire prevention is 
constantly at hand and full use is made thereof. 

Safety bulletin boards are placed at five or six main 
points on our property and bulletins prepared by the 
National Safety Council and the Canadian National 
Safety League are posted regularly so they may be 
seen by all who pass. 

Safety calendars furnished by the National Safety 
Council have been purchased for the past three years 
and distributed to all our own men, as well as the 
schools in Sydney districts, public buildings, - etc. 

Material obtained from the National Fire Prevention 
Association is likewise given wide distribution among 
employees of our own company, and often sent out to 
the general public. About a year and a half ago we 
ordered from the National Fire Prevention Association 
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illustrated leafiets entitled “Dwelling House Hazards,” 
“The Evil Wooden Shingle,” “Clean your Chimneys! 
Reduce Fire Waste! Save Fuel,” “Chimney or Flues 
(A fable for Builders),’” ete. These were distributed 
to employees and a bulletin was addressed ‘to. them by 
the manager. Last Christmas a considerable number 
of copies of an illustrated leafiet entitled “Holiday Fire 
Warning for the Home,” and another gayly decorated 
poster—‘‘Keep the Fire Demon Away,” both prepared 
by the National Fire Prevention Association, were 
likewise distributed to employees and many outsiders. 
All this work we consider not only effective in prevent- 
ing fires and educating our own men, as well as the 
general public, but it helps to give us a reputation for 
being progressive and public spirited. 

Co-operation is extended to schools, police, fire de- 
partments, health departments, fire insurance companies 
and any other agencies which may be active in con- 
nection with special drives, such as are put on during 
“Clean-Up Week,” “Fire Prevention Week,” “No Acci- 
dent Week,” etc. 

Our advertising space in three daily newspapers is 
devoted from time to time to educational work along 
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accident and fire prevention lines. Display “ads” on 
the subject of general safety and fire prevention are 
run rather frequently, and “readers” such as “Hints 
to Motorists—Slow down and proceed cautiously when 
passing street corners, schools and bridges—Safety 
First and Last!” are interspersed with “readers” 
designed to encourage people to ride on the street cars. 

First-aid work has not been neglected either, and 
frequent demonstrations have been made of the prone- 
pressure method of resuscitation. A year ago some 
ten or twelve of our men took the St. John ambulance 
course, consisting of six or seven lectures on first aid 
by a qualified physician, and most of them passed the 
resultant examination without trouble. 

A weekly fire inspection is made of all our property, 
including power houses, substations, carhouse, yards, 
etc., and reports are turned in promptly. 

In conclusion, this prevention work pays, and it’s not 
difficult. A safety supervisor is not indispensable to a 
small company, but what is indispensable is a firm and 
never changing belief on the part of the manager that 
accident and fire prevention are a part of the day’s 
work. 


New Power Distribution Center for Montreal 


Cote Street Substation, Recently Constructed at Load Center of Tramways System, Will Serve as 
Power Distribution Headquarters—Rotary Converters Used Rather than Motor- 
Generator Sets Installed in Several Other Substations of the System 


has had in process a general remodeling of its 

power distribution system. This has taken the 
form of a comprehensive layout of the system as a 
whole, following the plan of a ring transmission with 
radial mains, the placing of a large part of the mains 
and feeders in underground conduits, the relocation and 
remodeling of the substations and equipment and the 
building of new substations to supply the increase in 
demand as well as to subdivide the power supply to 
prevent undue concentration. 

The principal supply of power for the tramways is 

water power, but a reserve supply is maintained, 
mainly by means of the Hochelaga plant remodeled in 
1918. 
' The development of the power distribution of the 
tramways up to and including 1918 was covered in a 
series of articles in this paper as follows: A general 
article on the system as a whole, Jan. 12, 1918, page 72; 
the conduit lines and substations, with particular refer- 
ence to the St. Denis and Pointe aux Trembles sub- 
stations, March 9, 1918, page 449, and the remodeling 
of the Hochelaga power plant, June 8, 1918, page 1085. 
In the March 9 article reference was made to a pro- 
posed Cote Street substation, regarding which no 
details had at that time been decided. This substation 
has’ since been designed, constructed and put into com- 
mission, being located at the center of gravity of the 
city load. It is more than a substation, because its 
location, both with respect to the tramways’ main 
offices and the center of the load, brought about a 
decision to make it the headquarters of the power and 
distribution department, and the _ load-dispatching 
center of the system. 

The station is not large, as substations go, the 


| NOR five years or more the Montreal Tramways 


‘ 


\ 


engineers having decided to limit its capacity to 8,000 
kw. to avoid any large concentration of return current 
in one locality. The station also is manually operated, 
but the rotary converter equipment was designated to 
use flash barriers and other improvements added else- 
where particularly to facilitate automatic operation. 
In this case the extras were included as an additional 
precaution against fiashovers. 

This additional precaution was considered necessary 
because the station operates in parallel with others on 
the direct-current side and is supplied on the alternat- 
ing-current side from several different sources. One 
supply is from the Hochelaga plant, which is operated 
in parallel with the system of the Montreal Public 
Service Corporation. Power is received also from the 
system of the Montreal Light, Heat & Power Company. 


FLEXIBILITY CHARACTERIZES THE DISTRIBUTION SYSTEM 


The cutting in of the new substation involved a re- 
arrangement of mains as indicated in Fig, 2. This 
diagram includes the essentials of the 13,200-volt 
switching facilities at Cote Street. The plan shows 
that one bus is assigned to the Hochelaga power plant, 
with which connection is made by four mains. Another 
bus takes care of the two mains from St. Denis sub- 
station. A third provides connection with the William 
Street power plant, and the fourth is a transfer bus 
with which connection is made from the lines of the 
Montreal Light, Heat & Power Company. 

This substation is so designed that the high-tension 
system can be sectionalized. It can also be operated 
“selective.” 

A more detailed plan of the substation wiring is 
given in Fig. 1. This diagram can be visualized by 
means of the general substation plan, Fig. 4, and the 
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THE COTE STREET SUBSTATION IS CHEERFUL BY DAY AND NIGHT. 
Rorary No. 4 Nort Yer PLACED 


cross-section, Fig. 6, as well as the photographs which 
are reproduced. For convenience of reference the type 
and sizes of the various pieces of electrical apparatus 
are given in the plan in Figs. 1 and 4. 

The space within the building is subdivided in such 
a way as to facilitate supervision of the equipment and 
to give a general appearance of spaciousness. The 
rotary converters are on the main-floor level, supported 
on substantial concrete columns. Four 2,000-kw. six- 
phase General Electric rotaries are installed. The con- 
trol switchboards are on vertical panels on the main 
floor, the direct-current board on one side, the alternat- 
ing-current board on the other and convenient to the 
high-tension switching equipment, and the house service 
board at one end. 

One side of the main floor is partitioned off for the 
high-tension bus compartments, the roof of this section 
forming a gallery where the high-tension circuit 
breakers are located. In the basement below the bus 
compartment is the high-tension cable room, and ad- 
jacent to this is the long transformer room stretching 
the length of the rotary room above. 

The cells and barriers in the high-tension bus compart- 
ment are of reinforced concrete, the three flat busbars 
of one circuit being mounted, one over the other in 


THIS PIcTURE WAS TAKEN BEFORE RoTARY No. 3 Was INSTALLED 
IN THE COTE STREET SUBSTATION 


separate runs. The space above these conduits is occu- 
pied with vertical compartments for the disconnect 
switches, connections to the circuit breakers, cross con- 
nections between buses, etc. 

The feature of the bus arrangement is that it is 
possible to connect any distributing bus to either of 
the two main buses by means of selector disconnecting 
switches (double-throw switches) and the bus tie oil 
circuit breakers. 

The rotary-transformer oil circuit breakers are 
directly connected to either of the two main buses by 
means of the selector disconnecting switches. Current 
transformers are placed between barriers, so as to give 
extra security. Asbestos cell doors are used through- 
out the bus compartments. 


BUS AND TRANSFORMER ROOMS ARE LONG 
AND NARROW 


The high-tension cable room, running along one side 
of the basement, is provided with cable entrances at 
each end. The risers from the cables to the oil circuit 
breakers are tapped in through lever disconnecting 
switches separated by asbestos barriers. 

On one side of the cable room, against the trans- 
former room, are the oil and water pipes for the banks 


THE CONNECTIONS ON THE UNDERSIDE OF THE ROTARY ARE 
ARRANGED FOR CONVENIENT INSPECTION AND REPAIR 


THE FIELD RHEOSTATS AND D.C. LIGHTNING ARRESTERS ARE 
LocaTED BELOW THE D.C, SWITCHBOARD 
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SPECIAL ATTENTION Has BEEN GIVEN TO NEAT ARRANGEMENT OF 
D.C. CABLES IN THE MAIN BASEMENT 


of transformers located close by on the other side of 
the partition. 

The transformer room is provided with a longitudinal 
track on which rolls a transfer truck for the transpor- 
tation of a transformer to one end of the room, where 
it can be raised through a hatch by the main generator- 
room crane. The transformers are mounted on wheels 
and roll on cross-tracks to their respective places. 


VARIED POWER REQUIREMENTS HARMONIZED ON THE 
SWITCHBOARDS 


The main high-tension control switchboard contains 
the following panels: Four three-phase two-circuit in- 
coming line and feeder panels, one three-phase two- 
circuit incoming line and bus tie panel, two three-phase 
two-circuit transformers and six-phase rotary panels, 
one three-phase two-circuit incoming line and bus tie 
panel, three three-phase two-circuit transformers and 
six-phase rotary panels, one three-phase two-circuit in- 
coming line and feeder panel, and four six-phase rotary 
converter starting panels. 

This high-tension switchboard controls five oil cir- 
cuit breakers in incoming feeders from the Hochelaga 
power house and four oil circuit breakers for the in- 
coming feeders from the central plant of the Montreal 


THE LOW-TENSION CABLES ARE RACKED OVERHEAD IN THE 
TRANSFORMER COMPARTMENT 


Light, Heat & Power Company, six oil circuit breakers 
for outgoing feeders to various stations of the Montreal 
Tramways, one oil circuit breaker for house service 
feeders, and four oil circuit breakers for the four banks 
of rotary converter transformers. 

The incoming feeders are protected with reverse 
power relays, while the outgoing feeders and the rotary 
converter transformer circuits are protected by induc- 
tion-type time-limit overload relays. 

The rotary-converter transformer panels have an 
additional protection in a low-voltage release, which 
trips the high-tension oil circuit breaker and the rotary 
direct-current circuit breaker simultaneously, prevent- 
ing a possible feed-back into the rotary and the direct- 
current system, which might cause overspeed. 

To safeguard the rotaries against over-speed, they 
are, in addition, provided with speed-limit devices, and 
the rotary direct-current circuit breakers are provided 
with reverse-current relays. 

This switchboard is equipped with mimic bus, show- 
ing at a glance the high-tension switching arrangement. 
All high-tension oil circuit breakers are remote-con- 
trolled, being of the familiar parallel-pot motor-operated 
type, excepting one oil circuit breaker controlling the 
house service, which is hand-operated. 


ACCESSIBILITY Is A FEATURE OF THE DIRECT-CURRENT 
SWITCHBOARD 


ON THE MAIN,.A.C. SWITCHBOARD A MINIATURE BUS REPRESENTS 
EacH ACTUAL Bus 
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Incoming feeders from 
1.7. Cos A.C System 


SPST. Disconnecting 
switches 300 amp. 


Current transts. 
Ratio 300 to 5 
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Outgoing feeders 
Lombined station and 
outgoing feeder 


Current transformers 
Ratio 200-5 


'S. PST, Dist: switches 
300 amp. 
“Current transts. 
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Ratio 300-5 
3 Oi circuit breakers 
300 and 1200-amp. 


vs. 
“SPST Dist. switches 
—_>+—_— 300 and 1200-amp. 
\~ Distributing bus N22 


SPOT Dist switches, 300 and /200 amps. 
y 2 Banks of pot transts. [3,200/M04V.-200-watt 
y Current transformers, Ratio 1000-5 
=.Main bus N°B 


SPST. Dist switches 
300-amp. 


SPST. Dist switches 
(00 amp. 
Current transformer 
K-/2 Oil circuit breaker, auto. 
00 amp. -LT.L. relays (Induction 
type) and instantaneous relays 


3-50 Kva.single-phase transt. 
t/a 
Current transts. 


2200-Volt bus 


SPST. Dist. switches 
“100-Amp. 220-Volf 
: SK-5 Oil circuit breakers, 
sp2aning fee oan 
700 Kva. single - oreakers, amp. } LS PST Dist. switches 
phase eer “Current trans#. t ‘, _ 100-amp. 2200-volt# 
12,/00/445 volts k Ratio 300-5 \3-25-Kux single-phase 
3 Pot transts. “SPST Dist switches transts, 2200/8500lt 
4440110 V.60 S0bamp. ‘2-10 Kw. single-phase transf 
to operate, no 3200) 200) MOvolk 
voltage release Y/M0-vo 
200 Kw. rotary 
Rotaries converters 
AD) 4oromatic oil circuit breaker, 15000 volts, 300 amp- Overload relays & Reverse power relay- Incoming feeder (from Hochelaga Pi) 
BL 4vtomatic oi! circuit breaker, 15000 volts,300 amp- Overload relays & Reverse power relay-Inconing feeder(from M.L.H & PCa) 
CL Automatic of! circuit breaker, 15,000 volts, 300 amp. IT.L. relay “induction fype™ Ouigoing feeder 
DIO Nor- automatic oil circuit breaker, 18,000 volts, /200 amp. - Bus tie switch 
EL] Automatic oil circuit breaker,/§000 volts, 300 amp.- LT. L.relay “induction type™ Rotary converter switch 


Current transformersA , 
Ratio 1000-5 J 
2 Banks of potential fransts. 
3,200/110 V-200. 


Distributing bus N21. 


Main bus NPA? 


Current 
transt. 


Incoming feeders from 


pane 
COST Ge MLE. E&P (os system 


NOTE:- 

Main bus N2A on Montreal Tramways Cos. A.C. System 
Main bus N?B on Montreal Light Heat & Power Cos System 
All feeder cables, Incoming & ourgoing , N°40.B.&S.- 
re Zoomer cable-paper hyaibis 

ead covered (25,000 volt insulation)in underground system 
Curve drawing (es polyphase wartmeter & 
Integrati lyphase 
Wartthour meter on main bs NOB main bus N22 


located in bus so.as to indicate the power input into 
main bus N°/ and N22 4 


Fic. 1—GENERAL A.C. WIRING DIAGRAM COTE STREET SUBSTATION 
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FIG. 4—GENERAL PLAN OF COTE STREET SUBSTATION 


Key to Switch Compartment Symbols: A, incoming feeder, compartment; D, bus tie, 1,200 amp., 13,200 volts; R, rotary con- 
300 amp., 13,200 volts; Af, same, future; B, outgoing feeder, verter, 300 amp., 13,200 volts; Rf, same, future. Additional de- 
300 amp., 13,200 volts; Bf, same, future; @, potential transformer tails will be found in Fig. 1. F 
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The direct-current railway switchboard consists of 
four rotary and ten feeder panels. 

On the rotary panels are single-pole Reversite air 
circuit breakers, with overload shunt trip and bell-ring- 
ing attachments; ammeters, control switches for operat- 
ing the remote-control equalizer air circuit breakers; 
field rheostat control handwheels; single-pole, quick- 
break knife switches; d.c. watt-hour meters; reac- 
tive volt-ampere indicators and two-point potential 
receptacles. 

All feeder panels are equipped with plain overload 
750-volt, 3,000-amp. air circuit breakers and the usual 
auxiliaries. The d.c. board is a single-polarity board, 
with all framework insulated from ground. The posi- 
tive bus is mounted immediately behind the board and is 
of the “hollow” type for good radiation. All bus copper 
is painted black for the same purpose. , 


ALL NEGATIVE SWITCHING IS- DONE IN BASEMENT 
Taking up now the direct-current circuits, and ref- 


ferring to Fig. 6, it will be noted that the main base- - 


ment is directly under the rotary room. It contains the 


battery room, to house the storage batteries used in 
connection with the remote-control switches, etc., and 
another small basement room is provided for the house 
service transformers. 


STATION HOUSE SERVICE IS LIBERAL 


The substation is well equipped with apparatus for 
house service. A bank of three 50-kva., single-phase, 
60-cycle transformers lower the voltage from 12,100 to 
2,200, and there is a bank of three 25-kva., single-phase 
60-cycle transformers, which lower it further from 
2,200 to 550 for miscellaneous power purposes about the 
station. Two 10-kya., single-phase transformers take 
power at 2,200 volts and deliver it at 220 or 110 volts for 
station lighting. Two 10-hp., three-phase, 550-volt in- 
duction motors drive centrifugal water pumps, and one 
three-phase, 550-volt induction motor drives an air com- 
pressor for service in blowing out electrical machinery 
in the plant. A 10-hp., three-phase, 550-volt induction 
motor direct-connected to a direct-current generator 
furnishes power for charging the 60-cell, 120-amp.-hr. 
storage battery. 


A BIRDSEYE VIEW OF THE CIRCUIT BREAKER GALLERY, A.C. 
CONTROL BOARD JUST VISIBLE IN FOREGROUND 


remote-controlled equalizer circuit breaker panels, the 
negative switch panels, the negative bus, the equalizer 
bus and the general direct-current 600-volt cable layout. 

The negative cables connecting to the negative bus 
are provided with shunts, making it possible to read the 
current of the individual negative cables. 

They are also provided with pressure wires, so that 
it is possible to determine the drop in the cables from 
the point where they are tapped to the rail. 

The positive cables are racked along one wall (the 
north wall) and leave the station through a duct en- 
trance at the east end of the basement where they enter 
the municipal underground duct system. 

The arrangement of the equalizer remote-controlled 
air circuit breakers in the basement directly under the 
rotaries, and controlled from the direct-current rotary 
panels, gives the shortest possible equalizing connection 
between the rotaries and has the additional advantage 
of removing the breakers from the operating floor. 

In all of the direct-current cable work between 
rotaries, switchboards and potheads on direct-current 
positive feeders, insulated cables with flameproof 
covering were used. 

A part of the main basement is partitioned off as a 

\ 


\ 


MONTREAL TRAMWAYS’ LATEST SUBSTATION LOCATED ON 
Core STREET 


The house service switchboard from which the above 
equipment is controlled is located, as previously men- 
tioned, at one end of the converter room, where it is 
directly over the house service transformer room. 


CoTE STREET STATION Is LATEST STEP IN LOCAL POWER 
DISTRIBUTION DEVELOPMENT 


In what has been said above, no attempt was made to 
catalog the various pieces of equipment which go to make 
up the station. As will have been noted, most of the 
apparatus is of standard types. The substation has 
been described in detail because it marks the latest in 
the evolution of substation design on the Montreal 
Tramways system. 

From the architectural and structural standpoints, 
the building conforms with the tramways’ standards. 
While the surroundings of the building were not such 
as to dictate special attention to appearance, the street 
front possesses the same architectural dignity as char- 
acterizes other recent substations of the company. 

On account of the character of the ground on which 
the substation had to be placed, it was necessary to rest 
its foundation on piles. Of these more than 200 were 
used, reinforced concrete piles being selected on account 
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of their durability. To prevent leakage into the base- 
ment all concrete work below the surface line was 
waterproofed. 

To provide water for cooling and other general pur- 
poses, an artesian well was drilled 1,005 ft. deep. From 
this water is pumped into a 13,000-gal. tank on the roof 
of the building. 

The lighting of the station was given special atten- 
tion, in the conviction that a well-lighted station is 
economical to operate. For general illumination two 
rows of 500-watt tungsten lamp fixtures were placed 
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under the roof trusses and 100-watt lamps were hung 
on brackets around the walls of the rotary converter 
room. Throughout other parts of the building the 
lighting is on the same liberal scale. 

The front of the building is occupied by offices already 
mentioned, and there is an additional office partitioned 
off from the main generating room for the load dis- 
patcher. In this provision has been made for a private 
telephone exchange by means of which all the stations of 
the Montreal Tramways will be connected to the Cote 
Street substation by means of several private tele- 
phone lines. 

In conclusion a word regarding costs will be in order. 
The total cost exclusive of site was about $779,000. Of 
this the building cost $191,000, the machinery and its 
installation $317,000 and the underground conduits and 
cables, with their installation, $271,000. 


Internal Revenue Rules on Replacement 


HE Internal Revenue Bureau has determined ratios 

of estimated post-war cost of replacement for use 
by taxpayers in computing claims for tentative allow- 
ance for amortization. The ratios are given in per- 
centages based on the prices which were prevailing in 
June 30, 1916, as follows: 

Ratios for computing estimated post-war cost of re- 
placement of buildings, vessels, cars, tanks, blast fur- 
naces, open-hearth furnaces, annealing furnaces, elec- 
tric furnaces, coke ovens and construction of all kinds: 

Lumber—hard, 240 per cent; soft, 175 per cent. 

Structural steel, 60 per cent. 

Building materials, other than lumber and structural 
steel, 225 per cent. 

Steel (other than structural steel), and steel prod- 
ucts, 90 per cent. 

Building equipment, 150 per cent. 

Labor, all classes, 160 per cent. 

Ratios for computing estimated post-war costs of 
replacement of machinery and equipment: 

Electrical machinery and equipment, 130 per cent. 

Engines, turbines, compressors and similar facilities, 
175 per cent. 

Pumps, 135 per cent. 

Boilers, 160 per cent. 

Transmission equipment—shafting, pulleys, hangers, 
etc., 135 per cent; belting, 100 per cent. 

Machine tools and small tools (machine tools are 
considered as that class of metal working machinery 
which can be used on both cast iron and steel), 130 
per cent. 

Woodworking machinery, 155 per cent. 

Textile machinery, 155 per cent. 

All other machinery, including cranes: machinery the 
cost of which did not exceed 10 cents per pound as of 
June 30, 1916, 120 per cent; machinery the cost of 
which did exceed 10 cents per pound as of June 30, 
1916, 130 per cent. 

Office furniture and equipment, 125 per cent. 


Last month the Berlin Elevated Railway completed 
its first twenty-five years of service. Operation was 
begun April 18, 1897. To commemorate its twenty-fifth 
birthday the company has published a small but attrac- 
tively illustrated pamphlet giving views of various 
stations and other interesting points along the line, 
with a map of the system. 
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Motor CAR AND TRAILER TRAINS ARB PART oF New ToroNtTO EQUIPMENT 


Toronto’s Progressive Rolling Stock 


The Toronto Transportation Commission Has Added 250 New Cars to Its 
Passenger Rolling Stock and Has Remodeled More 
than 350 Other Cars 


took over the operation of the lines formerly 

operated by the Toronto Railway Company, Sept. 
1 last, it has received 190 new steel frame double-truck 
P.A.Y.P. type of motor cars and also sixty steel frame 
center-entrance double-door trailers. Bids have recently 
been requested for an additional 100 motor cars and 100 
trailers. As yet the order for their construction has not 
been placed. Of the cars now in service, 140 motor cars 
and all of the trailers were built by the Canadian Car & 
Foundry Company. The Canadian Brill Company built 
fifty motor cars at its Preston works. 

The motor cars seat fifty-eight and weigh 49,000 Ib. 
approximately. The general dimensions and seating 
arrangement are shown in the accompanying illustra- 
tions. The trailers seat sixty-one and weigh 28,000 lb. 

In the construction of the Canadian Car & Foundry 
Company cars steel center sills run the full length of 
the car bodies and the other members of the underframe 
are also of steel. The cars are provided with double 
floors, the lower floor being of 1-in. tongued and grooved 
white pine. The upper flooring is of §-in. hard wood 


Sex the Toronto Transportation Commission 


and between the two floors is a liberal coating of heavy 
lead and felt paper. Floor strips 4 in. x 1 in. are laid in 
the aisle between the cross seats. The trucks are Ca- 
nadian Car & Foundry Company design with 44 in. axles. 
The wheels used on the motor cars are 30-in. C.I and 
those on the trailers 22-in. C.I. Of the 140 motor cars 
built by the Canadian Car & Foundry Company, 100 are 
equipped with Westinghouse 533 T 4 motors, four motors 
per car. Forty are equipped with D K 83-A English 
Electric Company’s moters. The cars equipped with 
English Electric Company motors have Q-2 form G 
controllers with a line switch contact. All motor and 
trail cars are built for single end operation. 

The fifty cars built by the Brill Company are 
equipped with Canadian General Electric 241 B inter- 
pole ventilated 50-hp. motors and K 35 X A controllers 
with ratchet switch and General Electrie line breakers 
type DB 976-A-7. Cincinnati Tool Steel Gear & Pinion 
Company’s helical gears and pinions are used on all 
motor cars except those having Westinghouse motors. 
These are equipped with Nuttall helical gearing. 

The English Electric Company’s equipment consists 
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Floor Plans of Motor and Trail Cars and Control Diagram Used in Toronto 
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of four D.K.83-A, 
55-hp., 600-volt, 640 
r.p.m., series inter- 
pole, ventilated mo- 
tors per car, one 
type “Q-2” form G 
controller, with 
magnetic shield 
blowout and slip 
ring switch, and 
one type H form Q 
resistance, consist- 
ing of six eleven- 
grid boxes for sus- 
pension under the 
car. The motors, 
which are of the 
four-pole series in- 
terpole type, are 
self-ventilated by a 
fan mounted on the 
armature shaft at 
the pinion end. 
This produces a 
dual flow of air 
through the ma- 
chine, one current 
passing through the 
armature core and 
the other along the 
surface of the ar- 
mature and through the field coils, thereby securing a 
very considerable reduction in the ultimate temperature 
rise. The frame is of the box type, the motor leads being 
brought out on the suspension bar side, the two armature 
leads at the commutator end and the two field leads at 
the pinion end. This arrangement proves very advan- 
tageous for double-truck cars. Among other desirable 
features to be found in the motor is the type of brush- 
holder, which is provided with a serrated clamping face, 
thereby securing rigidity and making it quite impossible 
for the holder to slip down onto the commutator. The 
interpole and main field coils are secured against move- 
ment by the insertion of a flat spring between the coil 
and the frame. The coil is protected from the spring by 
a light steel tray. The motor is designed in such a way 


CONTROLLER WITH MAGNETIC SHIBLD 
BiowoutT, TYPrp 
Q-2 ForM G 


that it is possible to drop it straight out of the truck 
without disturbing the wheels and axle. 

The gears were supplied by the Tool Steel Gear and 
Pinion Company of Cincinnati and are of the helical 
type, having a 74-deg. angle. The gear cases are 
of the pressed steel type, are practically free from any 
riveting or welding and weigh complete 90 lb. 

The controllers are for use with a four-motor equip- 
ment and are supplied with the “Zweigbergk” magnetic 
shield blowout coil to take care of any arcing that may 
possibly take place. The main power circuit is pro- 
tected by a line switch with suitable overload devices, 
which is placed under the car, and the operation of this 
switch is provided for in a slip ring contact placed in 
the base of the controller. 

The method of motor cut-out is new to the American 
continent and is taken care of by a crank projecting 
outside the back of the controller. This crank is moved 
by using the reverse key, which is not removable unless 
the controller is in the “off” position, and an upward 
movement of the crank lowers the controller reverse 
drum and cuts out Nos. 1 and 3 motors, and inversely 
a downward movement cuts out Nos. 2 and 4. The 
motors cut out are shown on a dial plate. This method, 
of course, obviates the necessity of opening up the 
controller with consequent time lost and possible risk 
of burning and electric shock; also, when the motors 
are cut out the controller is designed to give the full 
series-parallel effect, virtually making the car into a 
two-machine unit. 

In contrast to the usual practice with the four-motor 
controllers, four series and four parallel steps are pro- 
vided, the even acceleration being provided for in the 
grading of the resistance, which is divided into five 
steps. The blowout coil is short circuited on the fourth 
and eighth notches, these being the two running posi- 
tions where the blowout coil has no useful work to do. 
The controllers supplied on this particular contract are 
not fitted with any notching device on the main power 
drum, any excessive motor currents being provided for 
in the main line switch, but it is of interest to note 
that this feature can be quickly and easily fitted by 
making a slight addition to the power drum star wheel 
and the power drum handle, and when provided it is 
impossible to move the power drum through the eight 
notches in less than four seconds. 


= TYPE OF DuMP CAR RECENTLY ADDED TO EQUIPMENT 
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SERIES INTERPOLE VENTILATED Motor TYPE D K 83-A 


The resistance is of the “under-the-car” type and 
consists of six boxes, each box having eleven cast-iron 
grids. All grids are of the same pattern, thus reducing 
the number of different sizes of spares that must of 
necessity be stocked. 

The door control and safety features of the National 
Pneumatic Company, which have been so widely adopted 
by a number of the larger electric railways in the United 
States, are installed on these cars and have proved of 
great advantage in operation, 

Both motor cars and trailers are provided with 
Nichols Lintern indicating tail lights. A green light 
indication is given whenever power is being applied to 
the motors and a red light indication when coasting 
or braking operations are taking place or when the car 
is not moving. The red light receives its ground 
through a controller contact in the off position with both 
the English Electric Company and General Electric 
Company’s equipment, but on the Westinghouse equip- 
ments the red light is grounded on the No. 4 armature 
lead. Tomlinson automatic air and electric couplers are 
used. Other equipment includes Peter Smith heaters 
type 2-P.0., which obtain air through the side of the 
car; Electric Service Supplies Company route and 
destination signs; Ohio Brass Company’s headlights; 
air sanders; and drum switch for light connections 
between motor and trail cars; 140 sets Earll No. 10 
catchers; H. B. life guards, and all motor cars have 
Nuttall U. S. 13 D trolley stands. 


CaR REHABILITATION 


Last winter 350 double-truck prepayment type cars 
were completely rehabilitated and the Maggan storage 
air brake system was removed and replaced by West- 
inghouse semi-automatic air brakes, using D H 16 
compressors. K-1 emergency valves were also part of 
this equipment. 

During the rehabilitation the old coal stoves for- 
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ARMATURE FOR D K 83-A MorTor 


merly located in the center of the front end inside the 
bulkhead were removed and Peter Smith heaters of the 
same capacity as in the new cars were installed on the 
front platforms. With this rehabilitated rolling stock 
and the new motor cars and trailers, the company is 
able to put out on the street for rush-hour purposes 
a considerably better class of equipment than has ever 
been used in the city. 


SERVICE EQUIPMENT 


In order to carry out the extensive program of track 
rehabilitation the commission has added additional 
rolling stock to its service equipment. Three differ- 
ential dump cars with three pockets each and two crane 
cars for hauling and placing of rail and special work 
were added and eight additional differential dump cars 
have just been delivered. The differential dumping 
cars are mounted on Curtis D 2 trucks taken from 
old passenger cars and the work of mounting the 
bodies on them was done in the car shops. These cars 
are single-end equipments and have K 35 controllers, 
T.T.C. resistances and Westinghouse D H compressors 
and 4 G.E. 80 motors. They are also equipped with 
Tomlinson couplers and air-sanding apparatus. 

The tilting body is divided into three compartments, 
each with its own side doors, so that different kinds of 
material may be hauled at the same time. The contents 
of the compartments, or a part of each compartment, may 
be discharged at different points, or the entire load dis- 
charged automatically at once. The material may be 
distributed along the track as desired by opening one 
door at a time and tilting the body gradually. 

The crane cars previously mentioned are mounted on 
Diamond A frame trucks and also have 4 G.E. 80 
motors and K 35 controllers. These cars, like all other 
motor cars recently added to the system, have single- 
end Westinghouse semi-automatic air brakes. The 
frame of one was formerly a flat car used by the city of 
Toronto in the construction of the Civic lines some 
years previously and the body bolsters were changed 
so as to lower the car floor 6 in. Watson automatic 
fenders are part of the equipment. The commission 
has purchased five McGuire Cummings single-truck 
snow sweepers, which are equipped with T.T.C. resist- 
ances, G.E. 80 motors and K controllers. These 
sweepers are provided with wings for leveling the snow 
which is thrown up by the sweepers alongside the 
tracks. 

The commission has also had five steel-frame flat cars 
built in these shops. These cars are equipped with K-6 
controllers, G.E. 80 motors, T.T.C. resistances, West- 
inghouse air brakes, type S.M.E.; 8 in. x 12 in. type 
S brake cylinders, automatic slack adjusters and D H 
16 compressors. _ 
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Four Months of Right-Hand 


Operation 


A Review of the Effects of Changing the Rule of the Road 
from Left to Right-Hand Operation on the British 
Columbia Electric Railway 


By W. G. MuRRIN 
Assistant General Manager British Columbia Electric Railway, 
Vancouver, B. C. 

N AN article which appeared in the ELECTRIC RAIL- 

WAY JOURNAL of Nov. 19, 1921, page 894, I gave an 
outline of the problems which confronted my company 
in regard to the change of the rule of the road from 
left to right-hand operation in accordance with the 
highway act, amendment act of 1920, of British 
Columbia. 

Below I give a short résumé of the procedure in 
actually making this change, of the progress to date 
toward completing the work and of accident record, in 
so far as the company is concerned, during the first 
four months of right-hand operation. 

A day or two previous to Dee. 31, 1921 (Jan. 1, 1922, 
at 6 a.m. being date and time set for change), prac- 
tically all city cars had passed through our Vancouver 
shops, where changes, alterations and additions such 
’ as installation of temporary steps on right-hand rear 
side of cars, cutting an opening in right-hand rear end 
for entrance and exit purposes, installation of right 
front-end exit door and steps, etc., had to be made. As 
each car came into the carhouse on the night of Dec. 31 
or early the next morning the right-hand rear and side 
were removed and the gates on the rear left-hand side 
were made fast. The front exit door on the left-hand 
side of the car was made fast and the temporarily in- 
stalled right-hand front door was released for operation. 
This door for some time following Jan. 1 was not 
mechanically operated. 

By 10 a.m. Jan. 1 all cars had received attention and 
were made suitable for operating temporarily. The car 
service on New Year’s Day was affected but slightly 
by the change-over, and on the following days the 
regular services were maintained. 

As all cars had by this time been temporarily 
changed over, our next step was to board up tempo- 
rarily the opening on the left-hand rear end of the cars 
for protection of passengers and conductors from the 
elements, the weather at this time being particularly 
cold. This was accomplished by fitting in the tem- 
porary side removed from the right rear end of the 
car. This job finished, the installation of mechanically 
operated gates was next taken in hand. This in itself 
was a big undertaking. This work, together with in- 
stalling mechanism to operate the front exit door by 
the motorman, has recently been completed and our 
attention is now being directed to the removal of the 
front vestibule bulkheads and the reinstallation of one 
with a door from the main body of car into the ves- 
tibule on the right-hand side of car. At present pas- 
sengers leave the main body of the car by the door on 
the left-hand side of the front bulkhead, pass behind 
the motorman, and leave by the door on the right of 
car. For the vestibule changes which are now being 
made it is necessary completely to remove the present 
bulkhead, change the location of certain uprights and car 
wiring and reinstall a new partition. It will readily be 
seen that with twenty different types of cars in opera- 
tion a tremendous amount of work is involved in this 
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change and I estimate it will take a number of months 
to complete this portion of the work. 

All the change-over work to date has been carried out 
without interference with the maintenance of our regu- 
lar car service and in completing the work this factor 
is not being overlooked. 

The accompanying table will indicate the effect the 
change-over from left to right-hand operation has had 
in respect to certain classes of accidents as compared 
with the same four months in the two preceding years. 


ACCIDENT DATA—BRITISH COLUMBIA ELECTRIC RAILWAY, 
JANUARY-APRIL 


Passengers 1920 1921 1922 

| Boarding and alighting sas F : E 62 78 129 

2 Due to operation of car ase ; ; 103 38 38 
Collisions 

3 With pedestrians, .. » ‘ é 25 26 47 

4 With autos ac "4 253 213 231 

5 With rigs Poe : 33 14 20 

6 With street cars ay ; : ‘ 16 9 1] 

Totals : : ape 492 378 "476 


Of the figures in the table only those items numbered 
1 and 3, for 1922, appear to require an explanation 
from me. Boarding and alighting accidents, numbered 
1 in the above statement, for 1922 show a decided in- 
crease over the two preceding years and this is directly 
attributable to the cars operating during the greater 
portion of the four-month period in question, Jan. 1 
to April 30, without rear entrance and exit gates. Now 
that all cars are equipped, a decided decline in number 
of accidents of this class is noticeable. 

Accidents to pedestrians, numbered 3 in the table, 
are not so serious as at first glance they might appear. 
While the number of accidents in this period for 1922 
shows a decided increase over same period for 1920 
and 1921, not one of the forty-seven accidents was of a 
serious nature. All were more or less trivial and the 
increase can be attributed directly to the rule-of-the- 
road change. 

We anticipated the possibility of the occurrence of 
serious accidents following the change-over and, with 
a view to offsetting this exigency, an elaborate adver- 
tising campaign covering various angles regarding the 
change to be made was carried on by my company for 
some weeks preceding Jan. 1, 1922, and there is no 
question in my mind but that this campaign accom- 
plished its purpose and resulted in the extremely low 
accident record shown herein, 


Saving a Second on Each Stop 


N A RECENT address given by him at the Institute 

of Transport, London, J. K. Bruce, traffic manager of 
the London County Council Tramways, referred to the 
saving on the London County Council Tramway system 
of one second at every stop. He declares that this would 
represent a total saving each day of 220 hours. This 
saving would enable approximately 2,000 additional car- 
miles to be run each day, without increase in the 
number of operators or number of cars. Put in another 
way, the same number of car-miles could be run each 
day with seventeen fewer cars. A saving of seventeen 
cars at £2,000 a year each would mean a reduction in 
operation cost of £34,000 a year. In addition to this 
saving to the owners of the tramway system there would 
be a very important saving to the traveling public as 
well as a reduction in street congestion. 


872 


ELECTRIC RAILWAY JOURNAL 


Vol. 59, No. 21 
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Customer Ownership and Prime Movers—Operating Figures on Milwaukee 


ciation held its forty-fifth conven- 

tion at Atlantic City from May 15 
to May 19 inclusive. The convention was 
one of the best attended the association 
has ever had, there being a registration 
well in excess of 3,000. Throughout the 
whole convention there was a note of 
optimism, which apeared to be of fun- 
damental soundness and not of mere 
Atlantic City manufacture. 

There was a general feeling, con- 
cretely expressed by President M. R. 
Bump in his presidential address, that 
utilities can look forward confidently to 
a broad investment market which would 
justify proceeding with plans for nec- 
essary extension and rehabilitation. 

This sentiment was also reflected by 
Carl D. Jackson, who spoke on “Some 
Post-War Problems of the Utilities.” 
His address will be presented in abstract 
in an early issue. 


INVESTED INSURANCE FUNDS REPRESENT 
PUBLIC OWNERSHIP 


Haley Fiske of the Metropolitan Life 
Insurance Company told of the large 
amount of public utility securities in 
which the people of the country who are 
saving their money in life insurance 
companies have a direct interest 
through the investment of these funds 
in such securities. Of the total insur- 
ance activities in the country—some 
79,000,000 or more policies, represent- 
ing probably policies on more than 
50,000,000 lives—he pointed out that 
this meant that half of the people in 
the United States must be directly in- 
terested in the investment of funds in 
the utilities. In this way the public 
of the United States actually does own 
the utilities of the country, and this 
fact should be brought home very clear- 
ly to the public through publicity and 
educational work. 

On the other hand, Mr. Fiske pointed 
out that the reason these securities were 
good investment for the funds made 
up of the savings of the public as a 
whole was that the officials of the in- 
surance companies who had the re- 
sponsibility of investing these funds 
expected good conservative manage- 
ment from the utilities. This meant that 
the funds would be safely invested and 
build up that reserve which is neces- 
sary to take care of the paying of obli- 
gations when life insurance benefits be- 
come due. 

Mr. Fiske’s address, as well as that 
of Mr. Jackson, was ordered printed 
and distributed to the membership of 
the N.E.L.A. 


SECRETARY HOOVER 


It had been expected that Secretary 
Hoover would be present, but, on ac- 


Te National Electric Light Asso- 


Powdered Coal Station Presented 


count of the emergency situation in the 
coal strike, he was detained in Wash- 
ington. He did address the convention, 
however, by long-distance, loud-speak- 
ing telephone on Friday morning and 
expressed regret at his inability to be 
present. He stated his firm belief in 
the establishment of super-power sys- 
tems for the production of electrical 
energy. Mr. Hoover said he was de- 
tained in Washington because of the 
urgency of the coal situation, but he 
felt that he had served the electrical 
industry better there than he would 
have served it had he attended the 
meeting. 


ATTORNEY-GENERAL DAUGHERTY 


Also unable to be present at the con- 
vention, although he had planned to do 
so, was Attorney-General Henry M. 
Daugherty. He was represented by an 
Assistant Attorney-General, Judge Hol- 
land, who presented Mr. Daugherty’s 
address. The Attorney-General came 
out strongly against government owner- 
ship of any kind and said: “Regardless 
of class, color or means, more money 
belonging to the people is invested in 
utilities than in anything else. This 
is the character of public ownership, I 
am frank to say, of which I am in fa- 
vor. I am not in favor of political 
form of governmental or municipal 
ownership. The electric light and 
power companies of the country are 
publicly owned, for they have more 
than 1,600,000 security holders among 
the citizens of this country. That is 
true public ownership, with the in- 
centive of private development, invest- 
ment and management, under sane pub- 
lic regulation, and it is preferable to 
political ownership and political man- 
agement, which always follow where 
the municipality or the government 
owns the public utility.” 


PuBLIc RELATIONS Most IMPORTANT 


Martin J. Insull of Chicago, chair- 
man of the Public Relations Section, in 
reviewing the year’s work of the sec- 
tion, stated that as between finance and 
public relations he is of the opinion that 
the latter is the more important in the 
public utility business, because people 
with money to invest are not attracted 
to a business to which the public is 
antagonistic. He said that it cannot 
be impressed too strongly on execu- 
tives that the education of employees 
in the fundamental economics of the 
business is a very important part of 
their duty not only to their individual 
company but to the industry. Mr. In- 
sull continued: “Public relations as an 
association activity has only had a dis- 
tinct place for the past few years, 


therefore the surface has only been 
scratched, but the results so far ob- 
tained do indicate the great possibili- 
ties of this work in placing the industry 
in its proper position in the public 
mind.” 


BubGET CONTROL As AID TO 
MANAGEMENT 


In a paper on “Budget Control” 
Louis F. Musil, treasurer of the Cities 
Service Company, New York, pointed 
out that “the budget is too often used 
only to act as a check on dollars, and 
because of that reason its administra- 
tion in many cases has been passed to 
that man or group of men who were 
able to check dollars very well, but on 
whom no recognized responsibility is 
vested for concurrence in or initiation 
of policies or programs which make it 
necessary for the dollars to be checked.” 
Mr. Musil argued for budget procedure 
not only as a means of economical ex- 
penditure, both of operating and capital 
funds, but also as a means of develop- 
ing executives and as a means for 
existing executives to select those men 
who show executive ability as they 
plan work ahead on a budgeting scheme. 
Mr. Musil presented six fundamentals 
which he said should be incorporated in 
any budgeting system. 

These are: 

1. The executive must recognize that 
his function is to create and enforce 
policies rather than to work out the 
problems resulting from such policies. 
If the expected results of policies laid 
down are predicted and mutually ac- 
cepted, there will be little question in 
determining their merit or in deter- 
mining the changes that may be neces- 
sary. 

2. The executive must have knowl- 
edge of the control which is exercised 
by every individual in his organization 
to whom he subdivides responsibility. 
He must give evidence as to his. knowl- 
edge of that control or the lack of that 
control and reward all _ individuals 
accordingly. 

3. Individual merit can better be 
gaged by comparing a man’s results 
with an accepted estimate by him of 
his future performance than by com- 
paring his results with the results of 
some other individual. 

4. It is therefore necessary for each 
individual in the order of his responsi- 
bility to recognize the necessity of 
adopting some common system of esti- 
mating the possibilities ahead of him. 

5. Each individual must recognize the 
necessity of making his own estimate 
of what he is going to do and how he 
is going to do it before he or his asso- 
ciates or his executives can concede his 
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qualifications or expect a full measure 
of results. 

6. Each individual must further rec- 
ognize that, through such a system, by 
the constant comparison of results with 
expectations, the leaks resulting from 
human omission and human judgment 
can most effectively be minimized. 


SAVINGS BANKS AND CUSTOMER 
OWNERSHIP 


M. S. Sloan, chairman of the com- 
mittee on relations with savings banks, 
reported that already twelve states per- 
mitted investment of savings or trust 
funds in utility securities and the ef- 
fort now is to obtain similar action in 
other states. Mr. Sloan presented 
statistics which showed the advantage 
of public utility investment for this 
purpose and indicated that these sta- 
tistics were being presented in various 
states. 

John F. Gilchrist, as chairman of 
the committee on customer ownership, 
made a very strong report urging con- 
tinued and greater activity in this line. 
The committee has definitely concluded 
that customer ownership is not to be 
looked upon as a war measure destined 
to fade out with the return of normal 
conditions, but from a financing stand- 
point alone will become more and more 
important each year in the future. 

The committee indicated that more 
than 200 electric light companies are 
engaged in the sale of securities to 
customers, and, from the eighty-four 
reporting, it showed that approximately 
570,000 shares had been sold during the 
year. The ratio of total stockholders 
to total customers for all of the com- 
panies is 1 to17. The average purchase 
for all companies is about seven shares 
per stockholder. The selling cost per 
share was as high as $9 in one instance, 
but the average for the thirty-five com- 
panies was $4.30. One large company 
was able to reduce its selling cost to $1 
per share in the last year. Other com- 
panies got down as low as 94 cents 
and 70 cents. 

W. S. Murray, who in a recent report 
had shown the high actual cost of gov- 
ernment-owned utility service in On- 
tario, was called upon by the Hamilton 
(Ont.) Spectator to retract his state- 
ment. Mr. Murray said he had nothing 
to add to or subtract from the conclusion 
he sent through. 


PuBLIC POLICY COMMITTEE SUPPORTS 
COMMISSION REGULATION 


The public policy committee, S. Z. 
Mitchell, Electric Bond & Share Com- 
pany, chairman, reported on general 
policies of the association and of the 
industry. “As an industry, it has been 
our fixed policy to co-operate with the 
various public utility commissions to 
the end that regulation should be estab- 
lished on such a sound and equitable 
basis as to commend itself alike to the 
utilities and the public whom they 
serve.” While recognizing the fairness 
of the commission to the electrical in- 
dustry as a general proposition, the 
committee realizes that commission 


control is still in a developmental stage, 
and says: “We should therefore in this 
formative period of regulations help 
evolve a system as perfect as possible.” 
The public policy committee also gave 
strong’support to the work of the vari- 
ous state bureaus of public information 
and credited these bureaus with having 
accomplished a real change in the atti- 
tude toward public utilities in those 
states where they have worked. 


INDUCTIVE INTERFERENCE AGREEMENT 


One of the outstanding features of 
the convention was the discussion on 
inductive interference, on which sub- 
ject after considerable work the Na- 
tional Electric Light Association, rep- 
resenting the central-station industry, 
and the Bell Telephone Company, rep- 
resenting the telephone industry, have 
agreed upon a basis of co-operation to 
eliminate inductive interference diffi- 
culties in the future in so far as prac- 
ticable. These inductive interference 
principles have been published as a 
special pamphlet and may be secured 
from either the National Electric Light 
Association headquarters or the Amer- 
ican Telephone & Telegraph Company. 


VALUABLE PRIME MOVERS REPORT 


As usual, the prime movers report at- 
tracted great attention. This report 
is a book in itself, and presents data 
and analysis on the performance of a 
large number of large turbines. Expe- 
rience with Diesel engines, powdered 
fuel and oil fired boiler plants also is 
included as a part of the year’s work. 
Other information contained is that re- 
garding improvement in turbine details, 
maintaining heat balance, tendency in 
steam pressures and superheat, preven- 
tion of clinker adhesion, water soften- 
ing and lubrication. In general, the 
committee points out that station 
equipment has become Virtually stand- 
ardized except in details. 

In the discussion on this report, one 
thing of interest was the statement by 
Mr. Anderson of the Milwaukee Electric 
Railway & Light Company with refer- 
ence to the experience with powdered 
fuel in that company’s Lakeside Sta- 
tion. A description of this plant was 
given in the April 15 issue of ELECTRIC 
RAILWAY JOURNAL, page 633. 

Mr. Anderson said that if members 
are willing to accept the fact which he 
presented, they would no longer ques- 
tion the advisability of installing pow- 
dered fuel. The plant has been operat- 
ing for fourteen months, one-half the 
time with one 20,000-kw. unit installed 
and the remainder of the time with 
40,000-kw. in equipment installed. 
During that time 200,000,000 kw.-hr. 
has been generated without interrup- 
tions. Since operating conditions have 
not been adjusted to the point where 
the guaranteed turbine water rate has 
been obtained, and since continuous fuel 
composition has not been obtained, the 
most favorable economy and operating 
results have not been secured so far. 
Nevertheless, with coal varying from 


9,000 to 13,500 B.t.u. and 15 per cent 
ash, and with a night load only 30 
per cent of the day load, the following 
results have been obtained. Station 
water rate, 12.7 lb. per kilowatt-hour; 
steam for auxiliaries (allowing for 
banking of boilers), 2.4 per cent; boiler 
efficiency, 84.2 to 85.9 per cent (during 
steaming periods); over-all plant ef- 
ficiency, 83.2 to 84.48 per cent; B.t.u. 
per kilowatt-hour (net), 19,097, and 
thermal efficiency (net), 17.88 per cent. 
When more normal conditions are ob- 
tained, Mr. Anderson feels: confident 
that a thermal efficiency of 19.2 per 
cent and a boiler and economizer” effi- 
ciency of 88 per cent will be obtained. 
From the tests which have been made 
he has come to the conclusion that the 
coal must be dried to contain not more 
than 7 or 8 per cent moisture, since 
anything in excess of this amount will 
cause irregular feeding of the fuel and 
increase the cost of conveying it. With 
a unit coal costing $28.78 per 1,000,000 
B.t.u. and a unit labor cost of 62.5 cents 
per man-hour, a total operating expense 
of 0.5053 cent per kilowatt-hour has 
been obtained. These figures also can 
be improved, he declared, when operat- 
ing conditions become more normal. 

Since it was necessary to do con- 
siderable pioneering in constructing 
this plant, it cost more than one should 
cost now that more experience is avail- 
able. Mr. Anderson declared that if a 
plant were constructed now it could 
probably be built for 10 per cent less 
than the Lakeside plant. Answering 
some comments which have been raised 
regarding trouble with ash issuing from 
smokestacks of powdered-fuel installa- 
tions, Mr. Anderson pointed out that 70 
per cent of the ash is being removed 
at Lakeside before it enters the stacks 
by utilizing washers in the breeching 
back of the boilers. 

The electrical apparatus committee 
devoted most of its attention to breaker 
rating and to the automatic substation. 
This report pointed out that in the 
central station field the high cost of 
control equipment operated against the 
installation of automatic direct-current 
substations, but that the automatic al- 
ternating-current transformer station 
was coming into wide use. 

The accountants showed great inter- 
est in the development of budgeting to 
include construction, operation, mate- 
rials and supplies and cash require- 
ments from the dual angles of forecast 
and control. 

The American Electric Railway Asso- 
ciation was represented at the conven- 
tion by Executive Secretary J. W. 
Welsh, by the Director of the Adver- 
tising Section, Labert St. Clair, and by 
the chairman of the exhibit committee 
of the October, 1922, convention, E. J. 
Blair of Chicago. 


OFFICERS ELECTED 


Officers elected for the ensuing year 
in the N. E. L. A. include Frank W. 
Smith, vice-president of the United 
Electric Light & Power Company, New 
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York, as president of the association, 
and Walter H. Johnson, Philadelphia; 
Franklin A. Griffith, Portland, Ore.; J. 
E. Davidson, Omaha, and R. F. Pack, 
Minneapolis, as vice-presidents. 


Gasoline Rail Car at Short- 


Line Convention 


This New Type of Car Has Body Ex- 
tending Over the Engine and Only 
One Speed Reverse 

AILROAD officials were given the 
opportunity a few days ago of 
inspecting the new White rail coach, 
which was run over the Pennsylvania 
Railroad from Philadelphia to Washing- 
ton, a distance of 136 miles. The car 
made the run to Washington for the 
annual meeting of the American Short 
Line Railroad Association. It made 
daily runs during the convention over 
the tracks of the Washington & Old 
Dominion Railway, carrying as passen- 
gers representatives of the short-line 
railroads in attendance at the meeting. 
While a number of short-line rail- 
roads have been operating gasoline rail 
cars for several years, it is only re- 
cently that the gasoline car has come to 
attract wide attention of railroad men, 
not only operators of short-line rail- 
ways, but officials of some of the coun- 
try’s largest transportation systems. 
The rail car driven to Washington 


WHItTr ForTY-ONE-PASSENGER RAIL CAR WITH BRILL BODY AND FITTINGS. 
IN SERVICE OF NEW JERSEY SHORT LINE RAILROAD 


was built for the Union Transportation 
Company and is now operating over 
the company’s 25 miles of track, be- 
tween Pemberton and Hightstown, N. J. 
A twenty-nine-passenger rail-car was 
placed in service several months ago, 
and its operation proved so success- 
ful that a second car of larger capac- 
ity was purchased. 

The larger car—the one used on the 
demonstration run—has a_= seating 
capacity of forty-one and a baggage 
compartment directly in the rear of the 
driver, who controls the car from the 
right-hand side. The Brill body, which 
is of semi-steel construction, extends 
over the engine of a specially designed 
White rail car chassis. There is a four- 
wheel pivotal truck in front and two 
wheels in the rear. It is governed to 
a speed of 33 m.p.h. Only one speed 
is provided in reverse, giving a speed 
of 9 m.p.h. 
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The trips over the Great Falls divi- 
sion of the Washington & Old Dominion 
Railway were considered a severe test 
for the car as the road is a succession 
of grades and curves, the grades run- 
ning as high as 32 to 4 per cent and 
the curves to 10 deg., with a frequent 
combination of both grade and curve. 
The grades were negotiated with ease, 
and a fair speed was maintained even 
on the most severe ascents. To demon- 
strate its reserve power the car was 
brought to a stop when midway up a 
grade and again started. It accelerated 
readily and continued to top of grades 
without difficulty. This was true in 
both forward and reverse speeds. 


The principal dimensions of the 
forty-one-passenger car are as follows: 
Length Lovers alr piercl:. -. 6% 33 ft. 108 in. 
Width ovenailietar.------0 9 ft, 10) ide 
Height, rail to top of venti- ; 

lators, unloaded .......... AACS ele ean 
Wheelbase, total ............ 22 ft. b in. 
Wheelbase, pivotal truck.... 4 ft. 0 in. 
Weight complete ........... 21,500 lb. 


Developments in Gasoline 
Rail Cars 


HE May 19 meeting of the New 

York Railroad Club was: devoted to 
a discussion of recent developments in 
g@asoline-driven rail cars, with side- 
lights on the use of gasoline, electric 
and storage-battery types of equipment, 
for short-haul and branch-line service. 


Now 


W. L. Bean, executive assistant New 
York, New Haven & Hartford Railroad, 


delivered the principal address of the 


evening. He told of his road’s experi- 
ence with three thirty-five passenger 
Mack rail cars put into service early 
this year. He advocated the light- 
weight car with two wheels on the rear 
end; these should have rear wheels of 
36 to 40 in. in diameter, with some form 
of shock absorber. 

Railroad men, said Mr. Bean, should 
not expect that a light car will have 
power enough to pull trailers, but he 
did advocate the development of a 
larger car, to seat fifty to sixty people, 
with baggage area of 100 sq.ft. This 
should operate at 40 to 45 m.p.h. in 
either direction. Other speakers also 
favored the larger car, using a type of 
engine not yet developed, with six cylin- 
ders and about 110-hp. capacity. Such 
a prime mover would require the de- 
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velopment of a new transmission and 
rear axle, since none heavy enough is 
now available. 

In discussing future construction, Mr. 
Bean said the rail cars should- operate 
at high speed obtained on down grade 
without vibration and should have dou- 
ble ignition and greater cooling service 
than is now motor-truck practice. The 
difficulty in operating signal apparatus, 
due to the electrical resistance of the 
roller bearings used in the rear wheels, 
was mentioned and it was predicted 
that future construction might involve 
wheels pressed onto the rear axle. 

F. S. Gallagher, engineer of rolling 
stock for the New York Central Rail- 
road, told about his experiences, back in 
1891, in developing gasoline rail cars 
for the Pullman Company. The first 
passenger cars used on rails had four 
wheels, he said, and this was increased 
to eight to secure better weight distri- 
bution. It will be hard to convince rail- 
road men that the six-wheel type will 
operate satisfactorily. 


C. E. R. A. Committee 
Appointments 


RESIDENT Samuel W. Greenland 

of the Central Electric Railway As- 
sociation has announced the following 
committee appointments for the cur- 
rent year: 


Auditing—A. R. Baxter, Indianapo- 
lis & Cincinnati Traction Company, 


Indianapolis, Ind., chairman; J. S. 

Clark, V. R. Shick and L. W. Van- 

bilker. : 
Annual Transportation —H. A. 


Nicholl, Union Traction Company of 
Indiana, Anderson, Ind., chairman; F. 
A. Healey, G. K. Jeffries, W. S. Rodger 
and F. W. Coen. 


Constitution and By-Laws—Charles 
L. Henry, Indianapolis & Cincinnati 
Traction Company, Indianapolis, Ind., 
chairman; F. R. Coates, C. N. Wilcoxon, 
F. D. Carpenter and A. C. Blinn. 


Finance—C. J. Munton, Fort Wayne 
& Northwestern Railway, Kendallville, 
Ind., chairman; G. T. Seeley, J. F. Col- 
lins, J. C. McClure and Robert I. Todd. 


Hotel and Arrangements—S. D. 
Hutchins, Westinghouse Traction Brake 
Company, Columbus, Ohio, chairman; 
Harry L. Brown, John Benham, James 
H. Drew and C. Dorticos. 


National Safety Council — T. A. 
Ferneding, Dayton, Springfield & 
Xenia Southern Railway, Dayton, 
Ohio, chairman; E. Smith, E. M. 
Walker, F. A. Bundy and P. H. Pal- 
mer. 


Publicity—H. J. Kenfield, Electric 
Traction, Chicago, chairman; Harry L. 
Brown and C. J. Laney. 


Resolutions—Joseph A. McGowan, 
Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind., 
chairman; R. A. Crume, J. F. Starkey, 
Walter Shroyer and G. Muhlhausen. 


Rules Governing Interchange of 
Equipment—C. S. Keever, Union Trac- 
tion Company of Indiana, Anderson, 


: 
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Ind., chairman; E. B. Gunn, H. Bullen, 
G. K. Jeffries and C. C. Fast. 


Education and Training of Employ- 
ees—H. C. DeCamp, City Railway, 
Dayton, Ohio, chairman; A. Swartz 
and Samuel Riddle. 

Uniform Charges for Repairs to In- 
terchanged Hquipment—A. W. Redder- 
son, Indiana Service Corporation, Fort 
Wayne, Ind., chairman; P. V. C. See, 
R. C. Taylor, M. Ackerman, J. F. El- 
ward and B. J. Jones. 


Program—J. P. Barnes, Louisville 
Railway, Louisville, Ky., chairman; H. 
C. DeCamp, J. C. Schade, Samuel Riddle 
and L. G. Parker. 


Supply Men—M. B. Lambert, West- 
inghouse Electric & Manufacturing 
Company, East Pittsburgh, Pa., chair- 
man; C. C. Creighton, J. A. Donahey, 
E. C. Folsom, W. D. Hamer, C. T. De- 
horn, H. H. Buckman, S. W. Crawford, 
E. J. Smith, E. S. Sawtelle, G. L. Kip- 
penberger, James C. Jameson and Rob- 
ert J. Deneen. 


Electric Railway Express—F. D. 
Norviel, Union Traction Company of 
Indiana, Anderson, Ind., chairman; J. 
A. Greenland and R. R. Smith. 

Transportation—Bert Weedon, In- 
terstate Public Service Company, Indi- 
anapolis, Ind., chairman; James §. 
Clark, Henry Gebhart, W. S. Whitney, 
C. O. Sullivan, J. H. Pound and R. A. 
Crume. 


New England Club Honors 


Mr. Foster 

HE regular May -meeting of the 

New England Street Railway Club 
was held on May 25 in Manchester, 
N. H., in honor of E. C. Foster, the 
president of the local traction and light 
system, who had on that day completed 
fifty years of service in the street rail- 
way industry. Nearly 250 members at- 
tended the meeting and day’s entertain- 
ment. 

The day closed with a testimonial 
banquet at which Goy. Albert O. Brown 
of New Hampshire; A. W. Phinney on 
behalf of the city of Manchester; Henry 
C. Page, Worcester; Edward Dana, 
Boston, and P. F. Sullivan, Boston, 
spoke of the life work of Mr. Foster 
and of his unfailing record in never 
having labor troubles on any of his 
properties. 

The remainder of the program may 
be summarized as follows: The party 
met at 11 o’clock at the Traction street 
carhouse, where four special cars and 
two Mack motor buses took them to 
Pine Island Park for a ride and in- 
spection trip. A buffet lunch was 
served at noon upon the return of the 
party from the park trip. In the after- 
noon there was a formal meeting at 
Lake Massabesic, at which five new 
members were voted in and a highly 
interesting paper was presented by F. 
E. Webster, vice-president Massachu- 
setts Northeastern Street Railway, on 
the history of street railways and 
power development in New Hampshire 
from the time of the first horse car 
line to date. 

A musical comedy entitled “Oh! Boy 


‘ 
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Jackie” was staged after the meeting 
by the men employees of the company, 
and their wives and sweethearts took 
the feminine rodles. During the eve- 
ning banquet they also rendered songs 
and did much to enliven the meeting. 
Following the show the party again 
boarded the cars and went to the Brook 
Street power station, the principal 
high-tension substation in the city. 
After leaving this station they went 
direct to the banquet hall. . 


American 


Association News 


Appointments and Planning 


HE committee on exhibits held a 

meeting in Chicago on May 4 to give 
consideration te the numerous detail 
arrangements to be made in connection 
with the planning of the exhibition, 
provision of meeting rooms for the con- 
vention, ete. Those in attendance were 
Chairman E. J. Blair, H. H. Adams, 
C. H. Jones, Roy Holden, J. C. McQuis- 
ton, Fred Dell, L. W. Shugg, R. B. 
Fisher, L. E. Gould and Mr. Bowmen, 
representing the Chicago Association 
of Commerce. 

After discussing various problems 
that came up in connection with holding 
the convention on the great Municipal 
Pier, such as provision of various kinds 
of power, air, space for noisy units, 
space for cars, ete., it was concluded 
that there were no insurmountable dif- 
ficulties and that the pier offered facili- 
ties which will perhaps result in the most 
attractive and successful exhibition ever 
held by the association. After an all- 
day meeting, including an inspection of 
the pier, the committee was quite en- 
thusiastic as to the outlook. 

It was decided that the minimum 
space will measure 10 ft. x 20 ft. and 
tiat the price of space shall not be in 
excess of $1 per square foot, the under- 
standing being that as soon as definite 
estimates of expenses have been pre- 
pared the charge will be fixed as much 
below $1 as is practicable,:as the associ- 
ation desires that the manufacturers 
have space at actual cost. It was de- 
cided to provide meeting rooms at the 
outer end of the exhibit hall so that 
all delegates will pass through the ex- 
hibits in going to and from sessions. 

A decision was also reached that it 
is desirable to. operate a restaurant on 
the pier during the week of the con- 
vention and that it should be of just as 
high grade as is practicable. Space and 
equipment will be available for this pur- 
pose in the middle of the north pier 
house opposite the exhibit hall, the com- 
mittee having decided that the south pier 
house would be better suited for various 
reasons for the use of the convention. 


EXHIBITS DIRECTOR APPOINTED 


Extensive study and planning for the 
convention has been actively pressed by 
chairman Blair since the committee 


meeting with the result that a more 
satisfactory arrangement with the pier 
authorities has been obtained and a 
director of exhibits appointed. For this 
important task C. W. Kelly was se- 
lected. Mr. Kelly is secretary-treasurer 
and director of exhibits of the National 
Railway Appliance Association. He is 
already well organized, with an office 
in Chicago, to handle the full details of 
the October convention. His long exper- 
lence in arranging large exhibits of 
railway materials gives him a thorough 
understanding of the many ramifica- 
tions of the work and the committee 
believes that his service will be of the 
highest value. 


PERSONNEL OF COMMITTEE 


The appointments on the committee 
on exhibits are as follows: E. J. Blair, 
chairman, assistant to president Chi- 
cago Elevated Railways; W. J. Cum- 
mings, McGuire-Cummings Manufac- 
turing Company; Charles H. Jones, 
Chicago, North Shore & Milwaukee 
Railroad; H. H. Adams, Chicago Sur- 
face Lines; J. C. McQuiston, Westing- 
house companies; L. W. Shugg, Gen- 
eral Electric Company; R. B. Fisher, 
Bude Company; W. J. Walsh, Galena- 
Signal Oil Company; and R. R. Holden, 
Hagerman Castle Corporation. 


Letter to the Claims Association 


ECIL G. RICE, president American 

Electric Railway Claims Associa- 
tion, is sending a series of letters to 
the members of that organization to 
apprise them of its work. The sixth 
in the series was issued on May 13 and 
reads as follows: 


Once upon a time I was touring. It was 
not my machine. We know we were headed 
in the right direction, but were not positive 
we were on the right road. 

That’s my situation with Claims Asso- 
ciation progress. I know where we're going, 
in spite of everything, but I’d sort of like 
to have You say a few words about the 
road we’re traveling. 

Let’s see whither we have been going, 
according to my diary: 

April 13—-Many commented on this letter. 
It made them think better of themselves 
and let the “boss’ know we were able to 
sit up and take nourishment. Aera pub- 
lished it. 

April 20—Everybody likes the ‘Code.” 
They realize it is an analysis of their pres- 


ent practice clearly stated. “Dignifies 
Claims Work.” 
April 24—It was a “dud.” I asked for 


suggestions and surveys.. Guess it was too 
long or too heavy, for replies have been few. 

May 4—Worked, hard on that outline of 
association plans. Some comments. Not 
many. ELrcrric RAILWAY JOURNAL pub- 
lished it. 

May 13—This is it. Better slow up now 
until we find out where we stand. Thirteen 
is lucky. I complete thirteen years of serv- 
ice July 1, 19212. 

Here’s the point. When touring we sure 
would have been glad if some one had said: 
“Buddy, if you’re going to Chicago you're 
headed right,’ or “‘You’d better turn off if 
you want to get there by Oct. 2, because 
this road is closed.” 

The same goes for my midnight oil work 
for the Claims Association. I’d like to know 
what You think about our speed and direc- 
tion. Are we on the right road? If you 
have already written me something nice, 
forget this. If not, shoot me a letter of 
criticism or commendation, either one. Don’t 
be stingy. Say it out loud. Do it now. 

The big idea is to get you to catch up 
with those four letters because I’ve written 
another little book. It’s going to stir you 
up. The “boss” will sit up and take notice 
too. T am expecting you will want to write 
me about it sure. “How a Claim Should 
be Adjusted” is the title of the new book. 

It may not be what you expect, but you'll 
like it all right. Do you want a copy? 

Good luck to you until I hear from you 
or you hear from me. 


News of the Electric Railways 


FINANCIAL AND CORPORATE © :: 


PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


Wild and Fantastic 


Philadelphia Rapid Transit’s $290,- 
000,000 Valuation Claim So Char- . 
acterized by City’s Expert 


Robert M. Feustel, valuation expert 
for the city of Philadelphia, forwarded 
to City Solicitor Smyth on May 23 a 
letter embodying his views on the rail- 
way matter there. The letter was 
accompanied by the city’s figures on 
the valuation of the Philadelphia Rapid 
Transit Company. Mr. Feustel held 
forth city ownership of the entire 
transit system in Philadelphia as a pos- 
sible solution of an impossible situation. 

Mr. Feustel’s letter would indicate 
that the city does not expect a valuation 
sufficiently large to enable the company 
to pay underlying company rentals as 
well as P. R. T. dividends. The position 
of the company was set forth in lucid 
language by Mr. Feustel as one that 
held no hope for the future in that no 
valuation figure that could reasonably 
be fixed by the commission would afford 
a return sufficient to enable the com- 
pany to attract the inflow of fresh 
capital which is necessary for it to keep 
pace with the growth of the city. 

Mr. Feustel rejects the company’s 
valuation claim of more than §$290,- 
000,000 as “wild and fantastic,” and 
urges that the recent experience of the 
city in the Frankford elevated negotia- 
tions be not repeated. 

As an alternative, he suggests that 
the city take the company in as its 
partner in transit business, so that the 
city could construct high-speed lines as 
well as provide the money for surface 
extensions that the company is unable 
te raise. Mr. Feustel says in part: 

This company has built scarcely a mile 
of extensions in the last ten years. During 
this decade, the population has grown by 
300.000. and the total passengers carried 
has increased 80 per cent. The drain upon 
its resources, caused by its burdensome 
fixed charges in the form of guaranteed 
rentals and bond interest, has been in the 
past and will continue to be the real reason 
for this company’s failure to keep pace 
with the growth of the city. By absorbing 
so h a proportion of net earnings as to 


company’s financial condition 
unsound, these guaranteed ren- 


the 


markedly 


ren 


tals have made it impossible to attract that 
constant inflow of fresh capital which a 
large utility system must have to enable it 
to make extensions and betterments. 

Without attempting to forecast the nature 
of a judicial determination of value by the 
commission and the courts, it is significant 
to point out that before P. R. T. can estab- 
lish its present stock issue on a 6 per cent 
basis and continue to meet its underlying 
obligations, it would have to receive a re- 
turn of at least 8 per cent on a valuation 
of at least $150,000,000, a valuation $30,- 
000,000 mere than it would cost to repro- 
duce the property today in its present 
physical condition, and $20,000,000 more 
than the cumulative investment from 1854 
to date, including superseded horse car, 
eable and early electric lines. Unless the 
commission departs from its established 
practice of allowing a 7 per cent return the 
rate base must be increased to $172,000,000 
to produce the $12,000,000 net return 
required, 

Again, disregarding the wild and fan- 
tastic claim for valuation put in evidence by 
the company’s witnesses, it is of even 
greater significance that the company’s 
latest official pronouncement on the transit 
problem of Philadelphia is based on the 
tacit assumption that the future holds forth 
no promise of any revenues sufficient to 
enable the company to attract new private 
capital into its system. The company’s 
prediction that only public money will fur- 
nish future extensions in Philadelphia trac- 
tion syStem, whether of high-speed or of 
surface lines, may be taken as a frank ad- 
mission that under its present financial 
setup, no valuation that could reasonably 
be fixed by the commission would afford a 
return sufficient to enable the company to 
meet the necessities of the growth of Phila- 
delphia. 

How the necessary public money should 
be obtained is an important problem; but 
this is, after all, not the most vital part of 
the transportation problem. Whether the 
funds are raised by borrowing or by assess- 
ment of local benefits, they will be raised if 
and when they are needed. But before they 
are raised a satisfactory answer should be 
received to the question: “What treatment 
will be accorded the necessary public money 
which is contributed toward the construc- 
tion of an adequate transportation system 
in Philadelphia?” 

It is not the purpose of this letter to for- 
mulate such an answer, It is sufficient to 
say that the facts in the report transmitted 
herewith must be the foundation _ upon 
which any effective partnership between 
the city and the company is reared. In 
general it may be said that two courses 
are open to the city. The first is to 
acquire the ownership of the entire existing 
system and add to it the units deemed 
necessary. The second is to share with the 
present owners the proceeds of the joint 
system which will result from the city’s 
money contribution. 


His report accompanying this letter 
contains 259 printed pages with many 
tables and charts. The following table 
appears in the book and is entitled 
“The Basis for a Fair Valuation”: 


REPRODUCTION FIGURES 


$290,729,742 


187,553,326 
147,339,822 
147,870,575 


No. 1—Company’s estimated cost of reproduction new based on prices as of 
‘- date of closing of inventory June 30, 1919 
N2. 2—Check of company’s cost of reproduction new based on prices as of 
date of closing of inventory June 30, 1919. ........ssene0css.0s 
No. 3—Check of company’s estimated cost of reproduction new based on 
prices of June 30, 1919, after deducting depreciation which has 
r .. actually taken piace) 2/66 5. Usk. «casas s SC ss ou 
No. 4—Cost of reproduction new based on latest prices available—first 
7 - quarter of. 1932 cei icc be Se Si ne a Ca Ok wc 
No. 5—Cost of reproduction new based on prices of the first quarter of 


19292 


22. after deducting depreciation which has actually taken place 


116,504,042 


INVESTMENT FIGURES 


No. 6—Total capital paid in on securities issued as of June 30, 1919..... 


125,284,036 


No. 7—Cumulative total investment or historical cost as of June 30, 1919, 
F including horse car, cable and early electric lines ............. 128,835,370 
No, §—Cumulative total investment or historical cost as of June 30, 1919, 
e after deducting superseded property..... 0.2... 0... cn cece eee eee 109,568,007 
No. $—Original cost new of the present existing property...........++.. 108,784,068 


Nv, 10—Original cost new of the present existing property, after deducting 


depreciation which has actually taken place 


$9,024,521 


Dispute Over Paving Settled 


Diplomacy has won the day in the 
threatened stoppage of electric railway 
transportation at Muscatine, Ia., for 
at a conference between President B. J. 
Denman of the Muscatine city lines and 
the Councilmen meeting in special ses- 
sion the terms of the railway were ac- 
cepted and the demands of the city 
withdrawn. 

The city had insisted on a repaving 
program which would have entailed an 
expense of $50,000 on the company. 
The program called for relaying of 
track and paving with brick on several 
streets. The company offered a sub- 
stitute program of paving between 
rails with macadam, paving street in- 
tersections with brick or asphalt to 
harmonize with the city paving and the 
re-equipment of certain lines with bet- 
ter, but not new rails. The city re- 
fused to accept this offer at first and 
the railway finally declared it would 
suspend operations and tear up the 
rails, dismantling the railway plant in 
case the $50,000 expenditure was in- 
sisted on. The railway officials set the 
date for a final show-down at May 20. 

Citizens of Muscatine rose up in arms 
when the possibility of losing the rail- 
way system became known. Their 
protests to the City Council resulted in 
the calling of a special meeting to 
which President Denman of the trac- 
tion lines was invited. The company’s 
offer as outlined in a letter to the 
Councilmen a few weeks previous was 
accepted unanimously. 


$150,000 for Extensions 


Differences between the city of 
Dallas, Tex., and the Dallas Railway, 
which resulted in a public hearing be- 
fore the City Commission on a proposal 
to restore the 5-cent fare, have been 
amicably settled, and the railway will 
continue to charge a 6-cent fare on all 
its lines. The matter was finally dis- 
posed of when the officials of the com- 
pany, through Judge W. M. Holland, 
president, gave the City Commission 
formal notice that the stockholders 
were ready to repay into the com- 
pany’s treasury $111,400. The city 
claimed that this sum had been wrong- 
fully applied to the payment of divi- 
dends. It will now be made available 
for betterments and additions to the 
company’s lines, such expenditures to 
be added to the value of the company’s 
properties. 

It is announced that in addition to 
the $111,400 returned to the company’s 
treasury by its stockholders, the excess 
earnings during April will bring the 
sum available at this time for exten- 
sions and betterments to nearly $150,- 
000, 
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Bacharach Bill a Menace 


Measure Is Unlikely to Pass, but It 
Attracts Much Attention as 
a Dangerous Symptom 


Another hearing was held on the 
Bacharach bill before the House 
judiciary committee in Washington on 
May 23. This measure, which pro- 
poses to limit the power of federal 
courts in injunction proceedings, is not 
expected to become a law in the nea 
future, but great interest is shown in 
the measure, and the hearings are 
well attended by many who believe the 
bill is a dangerous and improper one. 
The hearing of May 23 was stopped by 
the demand for the presence of mem- 
bers of the House on the floor to 
answer to roll calls, and another hear- 
ing was set for June 8. 

The chief witness at last Tuesday’s 
hearing was Alfred P. Thom, general 
counsel of the National Association of 
Railway Managers, who appeared in 
opposition to the measure. He took 
the position that the proposed bill was 
unconstitutional in that it Would 
emasculate the equity powers of the 
Federal courts, rendering them in- 
capable of granting relief. 


ONLY ONE PROPONENT HEARD 


The only proponent to be heard in 
behalf of the bill was S. A, Ettleson, 
Corporation Counsel of the city of 
Chicago. He related experiences of 
the city government of Chicago with 
the traction company there, and said 
the enactment of the Bacharach bill 
would save the citizens of Chicago 
$60,000 a day. Corporation Counsel 
Ettleson stated that the traction com- 
pany and the city of Chicago had 
effected a settlement of their disputes 
in 1917, the traction company accept- 
ing an ordinance for a 5-cent fare, 
and for the payment to the city of a 
portion of the gross receipts. In viola- 
tion of its contract, he claimed, the 
traction company applied to the 
Illinois Public Service Commission for 
an increase in fare because of war 
conditions, and was given an advance 
of 1 cent, then 2 cents, and finally 3 
cents. The city of Chicago appealed to 
the State courts, the witness said, and 
the case finally reached the State 
Supreme Court, which sustained the 
commission. An appeal to the United 
States Supreme Court was then 
taken, but without redress, as that 
court sustained the lower courts. 
Thereupon the elimination of the Pub- 
lie Utilities Commission became an 
issue at the next election on the ticket 
headed by Governor Small. It was the 
understanding that a State Commerce 
Commission would be appointed in place 
of the utilities commission and that 
the new commission would reverse the 
decision of the former body, the 
witness said. 

When Goy. Small appointed the com- 
mission the city of Chicago appealed 
for a reduction in traction fares and 
after hearing extending over four 
months, and the taking of 4,000 pages 
of testimony, the railway fare of 


Chicago was fixed at 5 cents. The 
company then appealed to the federal 
courts, and was granted an injunction 
whieh is still in force. It was con- 
tended by the Corporation Counsel 
that by the enactment of the Bach- 
arach bill the State Commerce Com- 
mission would no longer be hampered 
by the Federal Courts in carrying out 
the wishes of the people. 

The State Bar Association of Ohio 
was represented by EF. BE. Eagleson, of 
Columbus, who contended that the bill 
if passed would deprive the Federal 
courts of fundamental jurisdiction. 
Mr, Eagleson paid his respects to 
Mayor Hylan of New York, stating 
that his Honor’s testimony was un- 
worthy of consideration, and that his 
intimations that justice was perverted 
behind the scenes showed him to be 
unfit to be a judge and unworthy of 
the high honors bestowed upon him by 
the City of New York. 


Mayor Curley Attacked 


Thomas Carens writing in the Boston 
Herald, for May 18, says that by prac- 
tically unanimous vote the Massa- 
chusetts House of Representatives the 
day before consigned to oblivion all the 
attempts by Mayor James M. Curley 
and others to bring about a repeal of 
the Boston Elevated Railway public 
control act of 1918, or to attack its 
validity. Mir. Carens says that this ac- 
tion followed the most brilliant speech 
of the present session, delivered by 
Speaker Benjamin Loring Young from 
his old place on the floor, and in which 
he bluntly charged that Curley’s whole 
course during the session has not been 
in the interests of the car-riding public, 
but of the “same old gang’ which 
brought the Boston Elevated to the 
verge of bankruptcy in 1918 and which 
would jump at the chance to take it 
back in its present rehabilitated condi- 
tion, 


Reduction of Three Cents an Hour 
Announced 

The Colorado Springs & Interurban 
Railway, Colorado Springs, Col., has 
made an arrangement with its em- 
ployees whereby a uniform reduction of 
3 cents per hour in the rate of pay will 
take effect on June 1 next. For the 
train service in cents per hour the scale 
will be as follows: 


One-Man 'Two-Man 
Cars Cars 
First three months..... 62 45 
Second nine months,.... 55 48 
After one year........+. 57 50 


Wage Agreement Reached 


The New Orleans Railway & Light 
Company and the Amalgamated Asso- 
ciation, have reached an agreement as 
to the scale of wages which is to obtain 
during the ensuing year, beginning June 
1, 1922. The pay is to be 45, 47 and 
51 cents an hour, according to length 
of time in the service, as is now being 
paid under the existing pay agreement. 
Judge Faster approved the agreement 
as presented by Receiver O’Keefe on 
May 17. 


Utilities Not Insured Against 
Loss by Commission 

“The Public Service Commission does 
not insure a utility against loss. If 
poor business judgment has been exer- 
cised in the management of a property, 
the public should not suffer thereby. 
Neither should future rate payers be 
called upon to reimburse the company 
for losses sustained by insufficient rates 
granted to past consumers of the com- 
pany.” 

The ruling was made by the Public 
Service Commission of New York on 
May 22 in an order issued to the West- 
ern New York Utilities, Inc., of Medina, 
directing that it return to electric rates 
charged the public in Albion, Barker, 
Lynonville, Medina and other places and 
fourteen towns in Orleans, Niagara and 
Monroe counties prior to Feb. 23, 1921, 
when the company increased its rates. 
The present rates are to be set aside 
June 1 and the former rates charged 
are to prevail for a year and thereafter 
until changed by the commission. The 
average reduction is about 15 per cent. 


Men Vote on Wage Reduction 


Employees of the Connecticut Com- 

pany in all cities where the company 
operates have voted this week on the 
wage reduction proposition, and while . 
the figures have not been compiled for 
tabulation it is a known fact that at 
least 90 per cent, if not more, have 
voted against the decrease proposed by 
the company. At present most of the 
regular trolley men work nine hours 
a day and at the 55-cent wage scale 
prevailing for employees of more than 
a year’s standing they receive an 
average of about $4.95 a day. If the 
company’s seale of 50 cents an hour 
were accepted it would mean a reduc- 
tion to $4.50. 
: A year ago trolley men were receiv- 
Ing a wage scale of 54 to 60 cents an 
hour based on length of service. Under 
the decision of an arbitration board of 
three members a reduction of 84 per 
cent was agreed on, and the present 
scale provides 47 cents an hour for the 
first three months, 51 cents for the 
next nine months and the maximum of 
55 cents for employees of over a year’s 
experience. : 


New Scale in Effect 


An agreement has been reached cov- 
ering the rate of wages to be paid 
employees of the Auburn & Syracuse 
Electric Railroad, Auburn, N. Y., for 
the year beginning May 1, 1922. The 
following scale in cents per hour is in 
effect: 


Operators of one-man cars: 


Witet Bit THORURA: 5 Skies eaten pe ew eb 41 

BSCONG sels MOKENA ass sibavtecelarase fete acarers 43 

PROPGACROL haat io kun pines Need verrucae ot 463 
Interurban: 

Paassenwer trainmeni scsi oe ucauvc cat: 464 

Praiguc, AN, SEYTESS) Cee ne we ws oie 484 


To employees other than the above 
who are members of the Amalgamated 
Association of Street and Electric Rail- 
way Employees of America, wages were 
reduced 34 per cent from the rates in 
effect up to May 1, 1922. 
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Federal Charter Refused 


Present Fares at Vancouver May Be 
Extended Until New Commision 
Functions 
The petition of the British Columbia 
Electric Railway, Vancouver, B. C., for 
a federal] charter, which would have the 
effect of taking the railway out of 
provincial and civic control, was refused 
by the railway committee of the private 
bills committee of the Dominion 
parliament on May 2. This action fol- 
lowed opposition by the provincial goy- 
ernment, the city of Vancouver and the 
Union of Canadian municipalities, which 
foresaw similar moves elsewhere should 

the application succeed. 

The government of the province of 
British Columbia has in the meantime 
agreed to the appointment of some kind 
of commission which would pass upon 
the present problems of the British 
Columbia Electric Railway or which 
would form a permanent public utilities 
commission. All the cities and munici- 
palities affected with the exception of 
the city of Vancouver have agreed to 
extend the present fares until such com- 
mittee functions, which cannot be until 
the next session of the provincial house 
which takes place next autumn or 
winter. 

The position in Vancouver and sur- 
rounding district is that the present 
rates of fare, which were extended 
from time to time by agreement, stop 
on June 30 next unless another exten- 
sion is granted. The fare in Vancouver 
would then revert from 6 cents to the 
5 cents stipulated in the franchise. The 
company intimates that it cannot oper- 
ate on a 5-cent fare. 

Last year foreseeing this difficulty as 
well as the necessity for obtaining 
stability if new capital was to be ob- 
tained, the company proposed a new 
franchise with the cities and districts 
affected but negotiations failed. As an 
alternative to the Dominion charter, it 
proposed a retention of the present 
fares for a number of years and this 
may now be the solution. 

The company is faced with requests 
for a number of extensions to its rail- 
way lines, the necessity for building 
new power plants at a cost of $10,000,- 
000 and the need for extending its gas 
distribution system, all of which need 
vew capital. 


Further Action Taken in 
Taxpayers’ Suit 

Mayor Hugh M. Caldwell, of Seattle, 
Wash., has taken the first steps to 
relieve the general tax fund of all lia- 
bility in connection with the adminis- 
- tration, maintenance and operation on 
the municipal railway. This action is 
in compliance with the State Supreme 
Court’s recent decision in the “Four- 
teen” taxpayers suit. After conference 
with the other city officials, Mayor 
Caldwell announced that he would at 
once recommend to the City Council 
that the legal, accounting and purchas- 
ing work of the railway system be 
segregated from the work of tax-sup- 
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ported departments, and hereafter paid 
out of the railway revenues. Hereto- 
fore, the corporation counsel’s office had 
eared for all the railway legal business 
involving the employment of a con- 
siderable number of assistants and 
claim agents. Numerous employees of 
the city comptroller’s office have given 
all their time to railway accounting, 
and the general railway purchasing 
has all passed through the regular city 
purchasing agent. These offices are 
all maintained by general taxation, and 
under the Supreme Court decision, no 
money so raised can be used for the 
railway. 


Bill for Transit District Deferred 


The George Louis Richards bill, re- 
ported in the ELECTRIC RAILWAY JOUR- 
NAL issue of May 20, which would 
create a Metropolitan Transit District 
for Boston and take two divisions from 
the Eastern Massachusetts Street Rail- 
way and add them to the Boston Ele- 
vated so as to have a unified system 
within a single-fare area, will not be 
passed by the Massachusetts Legisla- 
ture this year. The legislative com- 
mittee on street railways has decided to 
redraft the measure so as to submit 
the street railway provisions in it to 
the: State Department of Public Util- 
ities for a study and a report to the 
next Legislature. 

While the Boston Elevated favored 
the original bill the Eastern Massachu- 
setts opposed it, but the opposition is 
not to the general idea of a unified 
system. If the Eastern Massachusetts 
is assured of adequate compensation 
for the division it is called upon to give 
up it will approve the plan. Taking 
the property by the right of eminent 
domain would place the valuation in 
the hands of the courts, and probably 
be acceptable to the company. 


Will Draft Ordinance for 
Interurban Operation 


It has been agreed upon by officials 
of the Grand Rapids, Grand Haven 
& Muskegon Railway, Grand Rapids, 
Mich., and Chairman Gallmeyer of the 
special railway committee of the City 
Council that, so far as the operation 
of interurban cars over city tracks is 
concerned, an ordinance should be 
drafted by each side looking toward 
relief in the congestion caused by the 
interurban: cars in Monroe Avenue. 
These drafts will be the basis of an 
ordinance which will be presented to 
the City Commission. 

This matter has been before the City 
Commission unofficially several times. 
The railway has no franchise from the 
city, having operated for several years 
under a rental contract with the Grand 
Rapids Railway. This contract termi- 
nated about a year ago, and the street 
railway officials declined to renew it, 
on the ground that it interfered with the 
city cars to such an extent as to make 
the operation of the interurbans un- 
desirable at any price. It also claimed 
that the great weight of the interurban 
cars caused more depreciation to the 
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street railway equipment than the 
amount of the rentals. The inter- 
urban company brought suit in the 
Cireuit Court to enjoin the city rail- 
way from ousting it. This suit still 
is pending, but negotiations are under 
way to settle it out of court. City Com- 
missioners are unanimous that inter- 
urban cars cannot be permitted to con- 
tinue operations in the downtown busi- 
ness streets. 


Ordinance Restraining 
Jitneys Upheld 


The Fourth Court of Civil Appeals at 
San Antonio, Tex., has reversed the de- 
cision of Judge Robert B. Minor in the 
in the 
“jitney” case and has ordered the tem- 
porary injunction granted by Judge 
Minor dissolved. This temporary in- 
junction restrained the city officials 
from enforcing the provisions of the 
jitney ordinance, which restricted the 
operation of the jitneys in San Antonio 
to certain lines and forced them to 
operate on a fixed and previously an- 
nounced schedule. 

The ordinance rerouting the jitneys 
was passed by the city on Dec. 1, 1921, 
and was twice amended by tthe city, the 
last time on Jan. 30, 1922. It directed 
the removal of jitneys from all the 
principal downtown streets and re- 
routed lines through the residential dis- 
trict in such manner that they would 
nowhere be in competition with the 
electric railway lines. The ordinance 
was enacted as a compromise agree- 
ment with the traction company in re- 
turn for reduction in passenger fares. 
With the dissolution of the injunction 
granted by Judge Minor the city is now 
enforcing the terms of the ordinance. 

Frank R. Williams, chief counsel for 
the jitney men, announced that the 
jitneys would fight the ordinance 
through the court of last resort. No 
notice of appeal has yet been filed. 
Meantime the city is enforcing the or- 
dinace. 


Schenectady Situation 
Threatening 


John H. Reardon, the International 
officer who is in charge of the situation 
in Schenectady, N. Y., went to Detroit 
to confer with W. D. Mahon, Interna- 
tional President of the Amalgamated 
Association. On the return of Mr. 
Reardon, a meeting of the Schenectady 
division will be called, and it is declared 
probable. the crisis will be precipitated 
on a motion for a vote of confidence in 
the present officials, who are confident 
of support. In this connection it will 
be recalled that James F. Hamilton, 
president of the Schenectady Railway, 
has refused to deal with the union on 
a new agreement while the present 
officers are in charge of its affairs. 

Since May 1 the Schenectady men 
have been working without a contract 
and as a result the company has not 
taken up any question with the union 
officials. This is taken as an indica- 
tion by many employees that the or- 
ganization is not functioning, and has 
caused many to lapse in dues. 
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Chicago to Vote on Rapid 
Transit Plan 


Voters of Chicago will have a chance 
next November to decide whether they 
are to have subways, if recommenda- 
tions of a subcommittee of the Chi- 
cago City Council are approved. This 
plan was adopted on May 19 at a meet- 
ing where the presidents of the surface 
and the elevated lines reported that 
they had no new proposal for trans- 
portation improvement to offer. The 
subcommittee then directed its engi- 
neers and lawyers to prepare plans 
and an ordinance to be submitted to the 
Council. 

The city has more than $30,000,000 
availabe in the traction fund and it is 
intended to use this for an independent 
subway system if an agreement cannot 
be made with the existing companies. 
The city administration is opposed to 
making an arrangement with the com- 
panies and while the Aldermen are 
more friendly it has been impossible 
up to the present to get on a common 
basis. 

The chairman of the Council com- 
mittee, Alderman Schwartz, is anxious 
to have his own plan favored. This 
calls for the issuance of a form of 
security to purchase the existing lines 
and it is not likely that this will be 
considered favorably until the value of 
the certificates has been proved by a 
test case in the Supreme Court. 


Receivers Freed from Custody 


Receivers Huff and Lee of the Stein- 
way Railway won a victory over Dis- 
trict Attorney Dana Wallace, who tried 
to prevent them from charging a sep- 
arate fare on the Steinway lines. The 
lines, until the receivership, were a 
part of the New York & Queens County 
Railway. The receivers were freed 
from custody when Justice Cropsey 
in the Queens Supreme Court, Long 
Island City, sustained the writ of habeas 
corpus. He said in his finding that 
there was no obligation upon the re- 
ceivers to operate the lines so that a 
5-cent fare would be continued over the 
New York & Queens system and sug- 
gested that the Transit Commissijon 
could fix a joint fare, but this question 
had not been brought into the argument. 


“The Reason Why” for Extension 
on a Scientific Basis 


Maps of the Twin Cities are made 
by the Twin City Rapid Transit Com- 
pany, Minneapolis Minn., showing 
every structure in either city, and each 
fall these maps will be brought up to 
date by addition of structures erected 
or started up to September. Buildings 
of each year will be distinguished by 
different colors. These maps will be 
the basis of the Minneapolis Street 
Railway or the St. Paul City Railway 
toward applications or demands for ex- 
tensions of the lines in any part of 
either city. 

Needs in other ways may be studied 
from this street railway map just as 
well as the needs of more or new street 
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car serv-ces, such as school houses and 
parks. They will show the trend of 
growth and the character of this 
growth, whether in residences, apart- 
ments, duplexes, or industries. H. W. 
Ralph,’superintendent of schedules, and 
his assistant, Peter Skurdasvold, have 
been working on the maps since last 
September, and only the loop district 
sections are unfinished. The reason for 
working on outskirts first is that there 
is where the demand comes first for 
extensions of lines. Decision as to ex- 
tensions of trolley lines will hereafter 
be on a purely scientific basis. 

Mr. Ralph said that heretofore it 
had been necessary to guess at such 
important matters as to growth and 
need for line extensions, but that now 
in defining to the authorit‘es its atti- 
tude toward various requests for service 
extensions of all kinds, even to prepa- 
ration of streets for trackless trolleys, 
the company would find the maps 
invaluable. 


Regulate Buses or Lose Trolley! 


Electric railways must cease opera- 
tion if jitneys and buses are allowed to 
go unregulated, in the opinion of Alfred 
Fischer, director of the Public Utility 
Information Bureau, Ann Arbor, who 
has published two articles on the 
“plight of Michigan’s electric lines” in 
the Detroit Saturday Night. 

The proper relation between the two 
systems of transportation is for the 
bus to act as a feeder in thinly de- 
veloped districts. This Mr. Fischer 
makes quite clear. He explains that 
the first agitation for bus regulation 
has demanded that the buses shall be 
operated by trolley companies. He 
differentiates between city bus service 
and the intercity bus service, and he 
points out that excessive taxation of 
the truck operators will be unfair. 
Legislation must equalize the burdens 
of the common carrier paying taxes to 
the state for a private right of way 
and his competitor who operates over 
highways maintained by the state. 

The final solution of the ownership 
or control of transportation means. will 
be based on good service at cost to 
cover the expense of giving that serv- 
ice. Those who can give the .service 
best will win. This, Mr. Fischer feels, 
is the moral to gain from the com- 
petition of the bus, the discussion as 
to public ownership and the problems 
still facing the railways. 


Seeks to Hasten Hearing 


The Supreme Court has been re- 
quested to advance for hearing the case 
of Henry F. Mueller and others vs. 
Samuel W. Adler, on appeal from the 
District Court for the Eastern District 
of Missouri, involving the United Rail- 
ways of St. Louis. Mr. Adler, a mort- 
gage bondholder, filed a suit for a re- 
ceivership and enforcement of a lien 
against the company, alleging that the 
railway had acted contrary to its cov- 
enants in its deed of trust. Under this 
bill a receiver was appointed, who is 
still acting. 


Service.—The Public 
Utilities Commission has ordered the 


Must Continue 


Columbus & -Hastern Trac- 
Springfield, Ohio, to 
continue operation of its Columbus- 
Orient, and Lima-Defiance branches 
until Sept. 1, when the case will be re- 
opened for further argument. 

One-Mile Municipal Line Privately 
Operated.—The Minneapolis (Minn.) 
Street Railway will operate a muni- 
cipally owned trolley line for the bene- 
fit of residents between the Columbia 
Heights Street car line and the city’s 
water filtration plant, more than a mile 
distant and in an adjoining county. 
The company will furnish a motorman 
and the power and will assume all 
liability. Only one car will be re- 
quired and a 5-cent fare for the round 
trip is planned. The car and the track 
are furnished by the city, which will 
pay the company $4,000 a year and will 
take on no liability insurance. Service 
is to begin on May 1. The line has 
been utilized to haul materials to and 
from the water plant. 


Sioux City Line Presents Alterna- 
tives—A fare increase or a wage cut 
is the solution to the present prob- 
lem of the Sioux City (la.) Service 
Company, which the president, R. J. 
Dunham, offered to city officials and 
representatives of the employees. Mr. 
Dunham said that the debt of the com- 
pany is half the value of the property, 
and that the net loss during the 
year ending Dec. 31, 1921, was $35,262. 
The amount of the suggested wage cut 
was not stated, but Mr. Dunham said 
that a decrease or increase of 1 cent 
an hour means a loss or gain to the 
company of $8,500. In the last two 
years, according to officials of the city, 
the fare has been increased from 5 
cents to 7 cents, with four tokens for 
25 cents, and the city has ruled the 
jitneys from the streets. 

Traction-Highway Line Under Road 
Commission.—The Indiana Highway 
Commission is about to become the 
owner of a stretch of interurban rail- 
road—only a few hundred feet in 
length, to be sure, but none the less a 
railroad. The “line” is a stretch of 
track across the _ traction-highway 
bridge at Terre Haute, now owned by 
Vigo County. The bridge is used by 
the Terre Haute-Paris line of the Terre 
Haute, Indianapolis & Eastern Trac- 
tion Company and was built by Vigo 
County. The interurban company pays 
an annual rental for using the bridge. 
Now that the highway commission has 
taken into the state system the road 
on which the bridge is located, it is 
necessary also to take over the track- 
age. The commission will send an en- 
gineer soon to confer with county au- 
thorities on the purchase price. 


Indiana, 
tion Company, 


ELECTRIC RAILWAY JOURNAL 


Vol. 59, No. 21 


North Shore Line Earnings 
Increase 

During the calendar year 1921, the 
Chicago, North Shore & Milwaukee Rail- 
road showed an increase in gross earn- 
ings of $307,137. This record was made 
in spite of a decrease in amount of traf- 
fic of approximately 9 per cent due to 
the unfavorable business conditions, 
which were especially pronounced in the 
manufacturing cities of Kenosha, 
Racine and Milwaukee. The increase in 
gross earnings is attributed mainly to 
the change in intrastate rates in Illinois 
and Wisconsin which became effective 
on July 14, 1921. 


passenger station at Kenosha which 
will be ready for use this spring. A 
new brick passenger station at Indian 
Hill is also under construction. 

During -the year, employee accidents 
were reduced approximately 17 per 
cent, and accidents resulting in injury 
to the public or damage to public 
property decreased approximately 24 
per cent. Collisions with vehicles, col- 
lisions between cars and derailments 
were reduced 33 per cent, as compared 
with the previous year. These results 
were accomplished through the various 
channels of the safety organization 
which held more than 100 safety meet- 


CONSOLIDATED INCOME STATEMENT, CHICAGO, NORTH SHORE 
& MILWAUKEE RAILROAD 
(Including Milwaukee City Lines) 


1916 1917 1918 1919 1920 1921 
Operating revenue....... $1,157,191 $1,751,373 $2,899,975 $3,237,921 $4,193,869 $4,507,366 
Operating expense....... 714,887 1,114,512 1,856,038 2,319,464 3,229,048 3,440,761 
Net revenue.......... $442,304 $636,861 $1,043,937 $918,457 $964,621 $1,066,605 
TAaxégi Gees ae ee 66,038 95,680 185,822 163,101 151,746 225,844 
Operating income...... $376,266 $541,181 $858,115 $755,356 $812,875 $840,761 
Non-operating income... . 6,208 4,858 19, A 10,332 11,972 
_Grossincome......... $382,474 $546,039 $867,585 $773 235 $823 207 $852,733 
Fixed charges........... 237,966 266,580 332,506 341,396 390,196 463,013 
Net in-ome.......... “144,478 $279,459 $535,079 $431 839 $433,011 $389,720 


In the annual report prepared by 
President Britton I. Budd, a decrease in 
net income of $438,291 is laid to the 
operation of the first six months. Dur- 
ing this time operating costs were 
abnormally high and could not be over- 
come during the remainder of the year 
notwithstanding an increase in rates as 
already mentioned and a general de- 
crease in wages and salaries effective 
on June 16. 

The amount expended for capital 
requirements during the year was 
$591,683. During the year the company 
issued and sold $500,000 of fifteen-year, 
7 per cent sinking fund collateral notes 
secured by first mortgage bonds. On 
June 15, 1921, $260,000 of serial notes 
fell due and were paid. The company 
also paid during the year $72000 of 
equipment notes and $71,000 of the 
ten-year and fifteen-year sinking fund 
notes through the sinking fund. 

Mention is made that work has begun 
on the construction of a new brick 


ings of employees, distributed litera- 
ture and conducted periodical inspec- 
tions of equipment and properties. 

The comparative income account for 
the years 1920 and 1921 and a con- 
solidated income statement for the past 
six years are presented in the accom- 
panying tables. 


$10,000,000 Freed by Court 


By a decision of the United States 
Supreme Court on May 15 that the 
New York statutory gas rates of 80 
cents were confiscatory during the 
calendar years 1919 and 1920 the seven 
gas companies allied with the Consol- 
idated Gas Company receive approx- 
imately $10,000,000 which had been 
impounded pending the outcome of the 
rate cases. 

The decision just rendered was deliv- 
ered in cases appealed by the State 
and county authorities from the deci- 
sion of the United States District Court 
of New York City that the rates were 


COMPARATIVE INCOME ACCOUNT FOR 1921 AND 1920 CHICAGO, NORTH SHORE 
& MILWAUKEE RAILROAD 


Inc. ease or 

Operating Revenue: 1921 1920 Decrease 
Passenger revenue: ..c)scleir soi s «cio cities ciel? sates eee eee $3,980,879 $3,686,631 $294,248 
Freight and’ express s 2) .w ihc ceed + eu ko oi ae ae et 477,898 471,496 6,401 
Miscellaneous: revenués..).os'c(2 oie sine sieysiare abs sap sre Oe 42,029 35,542 6,487 
Total. . 2220.5 66d ens onset «joy dae See ee $4,500,806 $4,193,669 $307,136 

Operating expenses: 

Way and structures........... 2. sinlvie. uiniee Tome te cies > Cee $491,160 $373,331 $117,830 
Equipment. . Ease eee Wat are a OV ee lane ee ee 352,358 311,912 40,445 

Conducting transportation. sisi Sib fad adarcta Aetaiens, ater peace eran nee 1,377,462 1,461,226 83,764* 
POWER. oleate ats ok 7 aos, caress ce aE as ROIS oe ee 458,302 432,020 26,282 
Tradhice rc taal acts eater ia ia Oe anaes Meee Te 100,972 65,833 35,140 
General.and miscellaneous: if: seh accu canna ee eee ee 660,507 584,725 75,782 
Totaly. 05.2% gee coe Rear aes Sc ain Ee $3,440,761 $3,229,047 $211,713 
ee 


* Decrease. 


confiscatory. Appellants contended that 
the Consolidated decision was not bind- 
ing in the other cases in that it cov- 
ered cost conditions in 1918 and eight 
months of 1919, while the other cases 
presented different conditions in the 
last four months of 1919 and through- 
out 1920. 

The questions passed upon in the 
original decision of the court in this 
case were referred to in an editorial in 
the ELEcTRIc RAILWAY JOURNAL for 
March 11, 1922. 


Plan for Sale and Reorganization 
Approved 
At a special meeting of the stock- 


holders of the Tennessee Railway, Light 


& Power Company, Chattanooga, Tenn., 
on May 19, the plan calling for the sale 
of all the assets of the company was 
ratified. The plan, the details of which 
already have been made public, will 
now become effective, E. W. Clark & 
Company, Bonbright & Company, H. 
M. Byllesby & Company and Hodenpyl, 
Hardy & Company, who are large 
holders of preferred and common stock, 
having previously expressed their in- 
tention as stockholders ta exchange 
their stock and exercise their full sub- 
scription rights to the new issues pro- 
vided under the terms of the plan. 

These firms have agreed to under- 
write without compensation the second 
preferred and common stock of the new 
company offered for subscription and 
not taken by the stockholders. They 
will also participate in a small commis- 
sion offered alike to all bankers and 
brokers for service rendered in connec- 
tion with the deposit of securities under 
the plan. 

Through the approval of this plan 
the company will be enabled on June 
1 to face its maturities aggregating 
$3,561,000, it being the opinion of the 
stockholders as well as that of the 
board that the plan is the best means 
of caring for these obligations and pro- 
tecting the interests of the company. 


Employees Purchase 40 per Cent 
of Stock Issue 

In two days time 480 of the 600 
employees of the Wisconsin Gas & 
Electric Company, Kenosha, Wis., pur- 
chased $200,000 of the company’s 
issue of $500,000 of 7 per cent pre- 
ferred stock. According to the custom 
of that company the issue was to be 
sold directly to the public in small 
amounts. .However, before opening 
the public sale, an opportunity was 
given the employees of the company 
to become shareholders. Notwith- 
standing heavy purchases by them in 
the past of stocks and bonds or notes 
of the company, 480 of them came 
forward in two days time and absorbed 
two-fifths of the issue. The purpose 
of the company in floating this $500,- 
000 issue is to finance its 1922 pro- 
gram of service improvements, better- 
ments, ete. The offering was referred 
to in the ELEcTRIC RAILWAY JOURNAL, 
May 18, page 805, in reciting results 
of the Milwaukee stock campaign. 
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Suggestion that Taxpayers Share Cost of Improvements 


Philadelphia Rapid Transit President Favors City Ownership of Railways with 
Private Operation and a Share in the Profits for the Management 
and Men—His Magnum Opus in New Drive 


HOMAS E. MITTEN, president 
of the Philadelphia (Pa.) Rapid 
Transit Company, says that the ulti- 
mate answer to the transit situation 
there lies in city ownership of all sub- 
ways, elevated and surface tracks un- 
der company operation, with co-oper- 
ative accomplishment rewarded by 
added compensation to men and man- 
agement. He says that the cost of 
added transit should be properly ap- 
portioned as between general taxation 
and assessment of benefited property. 
His suggestion is that the company 
supply cars, power and movable equip- 
ment and operate under lease, revocable 
by the city, with assumed protection 
of the company’s investment and a 
reasonable return thereon. ; 
Mr. Mitten’s suggestions are con- 
tained in a _ twelve-page pamphlet 
addressed to the Mayor of Philadel- 
phia, members of the City Council, the 
Public Service Commission, the joint 
transit committee, P. R. T. stockholders 
and interested citizens generally. The 
pamplet is called the “Rapid Transit 
Handbook.” Mr. Mitten’s conclusions 
follow: 


Higher fares discourage increased riding 
and interfere with the extension of home 
building areas, thus nullifying the main 
justification for use of municipal funds in 
aid of added transit. 

Inability to collect sufficient revenue in 

fares to meet costs of operation, and in 
addition pay the interest on city invest- 
ment, makes necessary the use of some 
other means to avoid overburdening city 
credit. 
_ There being no inducement for further 
investment of private capital, municipal 
funds, or those secured through assessment 
of benefited property, must be depended 
upon for future transit development. 

Subway and elevated lines relieve sur- 
face street congestion to advantage of gen- 
eral vehicular and pedestrian traffic. This, 
with increased values of public or other 
property, not subject to special assessment 
for added transit would justify general 
taxes bearing a share of the costs of rapid 
transit developments. 

Failure to assess some portion of the 
costs of added transit upon property owners 
who are specially benefited, exhausts the 
city’s borrowing capacity and thus pre- 
vents property owners from getting other 
improvements to which they may be prop- 
erly entitled. 

Liberal treatment of earlier investment 
is justified because of the risks taken by 
original pioneers in developing transit; but 
a continuation of the present plan of build- 
ing subways benefiting private property, 
which takes no risk whatever, is without 
any such justification. 

A commission of public spirited citizens, 
representing the real estate and commercial 
interests, could, in co-operation with the 
city and the company, together best plan 
for added transit. 


According to Mr. Mitten Philadel- 
phia’s future depends largely upon 
proper development of adequate transit. 
He says the city and company should 
co-operate to provide a_ satisfactory 
system, deriving every possible benefit 
from knowledge gained by experience in 
this and other cities. 

Philadelphia increased the fare from 
5 cents to 7 cents cash—four tickets for 
25 cents—Nov. 1, 1920. In 1921 75,000,- 
000 fewer passengers were carried; 


that is, 835,000,000, against 910,000,000 
in 1920. 

According to Mr. Mitten the great- 
est loss of passengers has been in the 
best paying class—the short riders. 
He says that passengers using free 
transfers continue to ride, but their 
fares seldom pay the cost of the service. 
Passengers carried in Philadelphia in 
1920 increased 36 per cent as compared 
with 1916. Brooklyn, the system near- 
est approximating Philadelphia in size 
and conditions, showed during this 
period increased riding of but 12 per 
cent. Philadelphia, with increased fare, 
in 1921 earried 8 per cent fewer pas- 
sengers than in 1920. Brooklyn, with 
fare unchanged, showed increased riding 
of 8 per cent. 

Mr. Mitten says that New York and 
Chicago are likewise fairly comparable 
with each other. Chicago, with in- 
ereased fare, in 1921 carried 2 per 
cent fewer passengers than in 1920. 
New York, with fare unchanged, showed 
increased riding of 5 per cent. Boston, 
in 1921, with a 10-cent fare, carried 
12 per cent fewer passengers than in 
1917 with a 5-cent fare. 

New York and Brooklyn, with the 
basic 5-cent fare unchanged, says Mr. 
Mitten, show increased riding, but can- 
not meet expenses. Philadelphia, Chi- 
cago and Boston, with increased fares, 
show heavy loss in passengers carried, 
and have not increased their revenue 
sufficiently to justify the expectation 
that further increase in fares would 
be followed by a sufficient increase in 
revenue to pay interest on added invest- 
ment required to perfect the service. 

In continuing Mr. Mitten says: 


REDUCED RENTALS 


Philadelphians have been persuaded to 
the belief that much is to be expected from 
a decrease in the rentals paid by P. R. T. 
under lease to the underlying companies. 
To secure a proper perspective, one must 
understand that the city itself admitted, 
in the testimony of its director of city 
transit before the Public Service Commis- 
sion of Pennsylvania in 1918, that $129,- 
000,000 of capital was actually paid in. 
This sum should not be construed as being 
the full total of the investment made by 
underlying companies, as they are known 
to have enlarged property out of earnings, 
neither do their fixed capital accounts rep- 
resent the various necessary structural 
overhead costs sanctioned by the commis- 
sions and courts. Furthermore, this sum 
shows no recognition of substantial sums 
paid by underlying companies to consoli- 
date competing lines into a unified system. 

The Public Service Commission, before 
whom valuation proceedings are now being 
conducted, cannot deal with the question 
of underlying rentals, but must, under the 
law, base its conclusion as to the rate of 
fare, upon the present value of the used 
and useful property. ; ‘ 

Reducing the cost of providing transit, 
by decreasing the rentals or other form of 
return now being paid to underlying com- 
panies, has many advocates. Justice, how- 
ever, prompts the recollection that original 
pioneers in early transit made no such 
profit from street railway investment as 
did those who invested in property abutting 
street railway lines. aay 

City growth to present areas, and city’s 
great advantage by increased taxable 
values, are both in large measure due to 


pioneers of street railway development, who 
successively scrapped horse cars, cable cars 
and the original four-wheel trolley, in favor 
of improved method and larger cars. This 
ladder, upon which cities climbed to their 
present status, cannot in fairness be thrown 
down without a reasonable consideration 
of the equities involved, 


The Philadelphia Rapid Transit in 
1907-8 started its Market Street sub- 
way-elevated line, and in 1919, accord- 
ing to Mr. Mitten, was more than 
$5,000,000 short of having earned 6 
per cent upon the actual money in- 
vested, while the city advantaged by 
$113,000,000 abnormal increase in West 
Philadelphia taxable values alone. Own- 
ers of abutting property also secured 
great advantage from increased values, 
without contributing to the cost. 

Philadelphia has appropriated to city 
transit construction the following des- 
ignated and ear-marked items: 


Frankford elevated: 5.0% so ec~ a) ss $15,000,000 
Broad Street subway $28,000,000 
Delivery loop........... 7,600,000 35,600,000 
Byberryssunface linetze mit scale o wets ots 1,200,000 
Darby elevated x: Scneho. cass sera as 4,200,000 
Parkway-Roxborough subway-elevated 7,500,000 
Chestnut Street subway.............. 5,000,000 
Real estate and sewers............... 2,700,000 
Total appropriation................ $71,200,000 


Expenditures to March 31, 1922, from 
loan and general funds, have been as 
follows: 


Frankford elevated...........-...2-. $9,102,745 
Broad Street subway.... $3,641,225 
Delivery loop........... 1,578,637 5,219,863 
Byberry surface line 382,127 
Sewer relocation. . 489,014 
Realiestatera.. cack ppsee pes ae 491,460 
Deficienaystems: 1 een ns -sisee ee ee 336 
Salaries, office expenses, etc.......... 1,142,594 
Carrying charges (interest and sinking 
PANG ete ee tik sae oe el 4,184,714 
$21,012,854 
Contracts placed or pending........... 5,900,000 
Total expenditure...............--. $26,912,854 


Mr. Mitten says that this idle invest- 
ment has already cost the taxpayers of 
Philadelphia more than- $4,000,000 in 
interest and sinking fund charges. He 
says that city investment in transit 
should not be increased without a 
definite plan for financing additional 
high-speed lines, since none of those 
to which the city is now committed, can 
be made to earn interest on construc- 


tion costs. He then goes on: 

Greater New York's borrowing capacity 
does not permit of any material expendi- 
ture for added transit... Interest has been 
earned only upon the relatively small city 
investment of $59,000,000 in original sub- 
ways, but on the $230,000,000 in new sub- 
ways there is an accumulated deficit of 
$44,850,000. New York City taxpayers must 
bear the shortage, which for 1921 exceeded 
$9,500,000. ; 

Boston, with $43,000,000 of public money 
invested in transit, for three years, showed 
a deficit of about $5,000,000. 

Philadelphia should take advantage of 
that most important element left out of 
account in Boston and New York and 
make the property owner pay, into the pub- 
lic treasury, some portion of his profits from 
transit development, to help pay for its cost. 
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COMPARATIVE RESULTS 
Showing, in the case of Philadelphia and Chicago, decreased traffic following increased fare, as ponies to 


well sustained annual increase in passengers carried at Brooklyn and New York with fares une 


anged, 


ToTAL PASSENGERS CARRIED 


Philadelphia Brooklyn 
(Fare Increased in 1920) (Base Fare Unchanged) 
OU is sicice a ose ied Ball Seed ORR 1DEG) s . ae to Es 765,000,000 
910,000;000.. 1920. vcs oe eon 855,000,000 
835,000,000. .... w UGQN Ec vsicy. OS kee 920,000,000 
Increase 36 per cent 1920 over (916. -. 5. .ainn ace Increase 12 per cent 
Decrease 8 per cent......... .1921 over 1920... 00). Saeeeene Increase 8 per cent 
Chicago New York 
(Fare Increased in 1920) (Base Fare Unchanged) 
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City PAVING 

Cleveland, Ohio, by many considered the 
best example of service-at-cost plan, now 
requires abutting Prop anty to share the 
cost of surface street railway extensions. 
Cleveland has, for some years past, endeav- 
ored to relieve its street railways of paving 
costs and other taxes, in an effort to secure 
adequate service at minimum cost. 

Costs of city paving and other forms of 
taxation should not be added _ to the cost 
of car rides under present conditions. City 
action is required to eliminate such items 
of expense, and also, by traffic regulation, 
to free street railway tracks from vehicular 
interference, and thus reduce delays and 
make possible the operation of additional 
cars, with a consequent larger percentage 
of seats supplied to number of passengers 
carried. 


BENEFITED PROPERTY ASSESSMENTS 

The City Club of New York, in a report 
based upon a survey of the aggregate rise 
in land values in Manhattan and the Bronx, 
found that the property owners benefited 
in the districts served could have paid the 
entire cost of the subway, $43,000,000, and 
still have had a profit on their increased 
land values of $37,500,000, created solely 
by the construction of the subway. City 
Club says: 

“In view of this fact, would it not be 
reasonable to require property benefited in 
outlying districts to pay for the cost of a 
rapid transit line built to serve it?” 

Mr. Mitten then quotes from the re- 
port of the Federal Electric Railways 
Commission to the President in August, 
1920, in which that commission urged 
that in every community (where and to 
such extent as may be practicable) 
consideration be given to the advisabil- 
ity of requiring extensions and rapid 
transit systems of subway and elevated 
to be paid for, not out of new capital 
invested through the medium of bonds 
or stock (which means for all time an 
added burden upon the car rider) but 
from special taxes assessed against the 
owners of property in the district, the 
value of which is enhanced by such 
extensions. In commenting along these 
lines Mr. Mitten says: , 


Legislation defining city-built transit as 
a ‘local improvement, the cost of which 
may be assessed upon property benefited 
thereby, was written into the rapid transit 
matt oe York State by the amendment 
of 1909. 


Pennsylvania's Commission on Constitu- 
tional Amendment and Revision adopted a 
provision by virtue of which all property 
benefited may be assessed to pay the cost 
of city-built transit. While the sanction 
to call the constitutional 
Pennsylvania was denied by the electors at 
the 1921 primaries, there is an_ increasing 
sentiment that this principle of assessing 
cost on the property benefited should be 
written into the law, so that the municipal- 
ity may build needed rapid transit lines, 
without overburdening general tax budgets 
to make up deficiencies in transit carrying 
charges. 

San Francisco has successfully applied 
this principle. The Twin Peaks Tunnel 
project, involving an expenditure of about 
$4,500,000, was undertaken for the purpose 
of providing rapid transit to the south- 
westerly corner of the city, comprising 
approximately 4,000 acres of desirable 
home sites, otherwise practically isolated 
from the business section of the city by the 
Twin Peaks range of hills. The Bureau 
of Engineering, City of San Francisco, in a 
report dated July, 1921, states that the 
money for this entire project was provided 
by assessment on the property benefited, 

The Board of Local Improvements of the 
city of Chicago in 1921 recommended the 
construction of a system of subways. 
BAe ee J. Faherty, chairman of the board, 
said: 

“A subway in any district will result in 
the landlords boosting rents. The tenant 
will have to pay the increased rents whether 
subways are built by special assessment or 
in other ways. My plan is to make the 
landlord pay part of his increased income 
toward subway construction.” 

Mr. Faherty estimated that one-sixth of 
the additional income-producing power of 
benefited property would entirely pay for 
the subway. — 

One advantage of applying the principle 
of assessing property for benefits received, 
is that it acts as an automatic check to the 
demand for unwarranted extensions. If 
the land to be benefited is not able to stand 
the burden of any assessment, then it is 
evident that the development is premature. 


MEN AND MANAGEMENT 


Effective management is essential to satis- 
factory service. The law of Pennsylvania 
provides for reward of efficient manage- 
ment by authorizing participation in such 
resulting profits as shall be established 
before the Public Service Commission. 

Men and management co-operating in 
Philadelphia, during the period 1911-1921, 
created added anfual net income of $16,- 
000,000, through patronage induced by 
developing the short riding habit, savings 
through increased production, elimination 
of waste and reduction in accident costs. 
During this period, rides per capita were 
doubled without increasing the number of 
men employed. 


A TALE OF THREE CITIES 


Showing how Philadelphia, 1910-1920, under Mitten management, compared, in results of operation and 
average rate of fare, with Brooklyn and Pittsburgh during the same period 


Comparative Statistics, 1910 
Gross operating revenue...... 
Operating expenses. 


Net operating revenue. . . 
Taxes... 2N-<7 
Operating income 
Population msegr 
Total rides per capita.... 
Average fare—total passengers, cents. 
Comparative statistics, 1920 
Gross operating revenue...... 
Operating expenses. . 


Net operating revenue....... 

Taxesi sion. Se fee EE 
Operating income. 

Population. 22% 24s. Mee 

Total rides per capita.... .. : 

Average fare—total passengers, cents. . 


Philadelphia Brooklyn Pittsburgh 

$18,839,413 $20,906,930 $10,250,937 

10.156,013 11,726,392 6,092,028 

$8,683,400 $9,180,538 $4,158,909 

1582336 1.454.213 4271128 

$7,101,064 $7,726,325. «$3,731,781 

1'549,008 1,634,351 942°108 

288 348 247 

4.13 3.60 4.32 

Philadelphia Brooklyn Pittsburgh 

$38,807,354 $41,414,352 $21,322,503 

26,593,913 34,666,132 18,318,386 

$12,213,441 $6,748,220 $3,004,117 
2,601,253 2,201,653 : 

$9,612,188 $4,546,567 $2,341,895 

1'823,779 2,018,356 1,094,809 

has 501 447 293 

eae 4.15 4.39 6.48 


convention in. 
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Co-operative accomplishment makes for 
good service. Commenting upon the then 
proposed contract with Pittsburgh Railways, 


Mayor Magee, formerly a public service 
commissioner, Was quoted in Pittsburgh 
newspapers as sayin 


“A clear cut provision should be added 
that will permit of a reward to the com- 
pany for its efficiency, either due to de- 
creased expenses or an increase in the rid- 
ing habitof the public. . . I look upon 
such a clause as being the most important, 
perhaps, of any that could be inserted in 
the contract. The revolutionary changes 
by the management of the street railways 
of Philadelphia have brought advantages 
to the car riders, because of wise manage: 
ment, that are so surprising as to be almost 
unbelievable,” 

Such a provision was embodied in the 
Pittsburgh contract, which is now in force. 


Company Estimates Uniform 


Time for Giving Decision on Toronto 
Arbitration Extended to Oct. 1— 
City’s Side Being Presented 


A synopsis of the evidence presented 
before the arbitration board in the 
Toronto (Ont.) Railway case by various 
experts as to the present value and the 
reproduction or replacement value of 
the railway’s equipment has been pub- 
lished from time to time in the ELECTRIC 
RAILWAY JOURNAL. As a result of the 
application before the Appellate Court 
of Ontario by the counsel for the city 
corporation, some of the figures have 
recently been made public which were 
given by the different experts together 
with the cost as shown by the Toronto 
Railway’s books, the court having 
granted the application by the city cor- 
poration for production of the figures. 

Counsel for the city are now present- 
ing their side before the arbitration 
board. It' may be possible at a later 
date to give a summary ‘of the evidence 
produced by the city’s experts. 

Appraisals have already been sub- 
mitted by the company’s experts. In 
each of these cases the valuations put 
in include all the assets of the com- 
pany, while the city’s experts are sub- 
mitting appraisals of different portions 
of the assets like rolling stock, tracks, 
buildings, ete., which mean valuating 
on a different basis. 

The time for making the award of 
the board, which was originally fixed 
for March 1, has been extended to Oct. 
1, in order to enable the city corpora- 
tion to complete its evidence. 


Corporation Makes Its Annual 
Report to Commission 


The Los Angeles Railway Corpora- 
tion, operating in Los Angeles, has 
made its report to the State Railroad 
Commission for the year 1921, report- 
ing that its operating revenue was 
$10,121,517 and operating expenses 
$8,232,577, giving a net operating rev- 
enue of $1,888,939; miscellaneous non- 
operating revenue amounted to $119,- 
494. Interest, rent, taxes and other 
deductions totaled $1,788,005. The net 
corporate income for the year was 
$220,429. The deficit at the beginning 
of the year amounted to $975,014. 
Miscellaneous additions to the surplus 
of the company for 1921 amounted to 
$3,036, and miscellaneous deductions 
were $413,316. 


May 27, 1922 


Railway Must Earn Its Way 

The Tacoma Municipal Railway, serv- 
ing the tideflats district, will have to 
earn its way hereafter or go out of 
business. This is the conclusion of 
City Attorney J. Charles Dennis, from 
the press reports of the decision of the 
State Supreme Court, handed down re- 
cently in the case brought by the 
citizens of Seattle to prevent the use 
of general fund money to pay any 
claims arising out of the purchase or 
operation of the Seattle street car sys- 
tem. ‘ 

The Tacoma municipal line now 
owes the general fund $145,320 in loans 
made the railway operating fund in the 
past four years to cover interest 
charges. In addition, there was due 
at the first of the year $13,111 in 
interest on bonds for the payment of 
which no funds were available. 

The court decision comes just in time 
to clarify the city’s case in the matter 
of the U. S. Shipping Board loan on 
the municipal line, and City Attorney 
Charles Dennis has wired the Shipping 
Board of the court decision. Whemnthe 
Shipping Board loaned $223 000 to the 
city for double-tracking the tideflats 
line, the contract with the city con- 
tained a clause to the effect that 25 
per cent of the receipts were to be set 
aside for interest and redemption 
charges and if this were not sufficient 
to meet the charges, the general fund 
should pay the difference. The Supreme 
Court, in the recent Seattle decision, 
has apparently nullified this clause, 
City Attorney Dennis states. 


Discontinuance Application Heard 


The Public Utilities Commission of 
Connecticut at Hartford, Conn., on 
May 17 heard the petition of the Con- 
necticut Company for the discontinua- 
tion of the interurban service that 
‘operates between the cities of Hart- 
ford and Rockville for the major part 
over the steam tracks of the New 
Haven road. 

President Lucius S. Storrs, repre- 
senting the Connecticut Company, 
was commended for the position 
he took, when he announced that it 
was the desire of the company to act 
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in accordance with the wishes of the 
community which the interurban 
serves. He further stated that econ- 
omies effected by the discontinuance 
of the one line would result in im- 
proved service on the other—that of 
the surface lines so called. 


Interesting Compilation Furnished 
Covering New Jersey Company 


Robinson & Company, New York, N. 
Y., have compiled a fourteen-page book- 
let descriptive of the Public Service 
Corporation of New Jersey with par- 
ticular reference to its common stock, 
A map showing the activities of the 
corporation in the railway, gas and elec- 
(tricity field is included. The data are 
complete with all details as to the cor- 
poration’s management, field of opera- 
tions, summary of securities, common 
stock dividend record and prospects, 
ete. 

Some interesting statistics are given 
on the growth of the business since 
1904. It is recorded that in 1904 
the traction lines carried 165,400,000 
revenue passengers, in 1910 258,746,130, 
and in 1921 348,284,712 revenue passen- 
gers were carried. 


Financial 


News Notes 


Loan for Extensions Hinted.—It is 
said that the Budget Committee of the 
Consul General of Paris, France, will 
issue a 400,000,000 franc loan ($80,- 
000,000) for the extension of motor 
bus and electric railway lines in the 
suburbs of Paris. 


New Company Will Take Over Rail- 
way.—The Mississippi Power Company 
has been chartered at Little Rock, Ark., 
to take over the railway and electric 
light company of Fort Smith, Ark. 
The capital stock is $1,700,000 and the 
officers are D. C. Green, president; 
George Sengel, Jr., vice-president; L. J. 
Noble, secretary, and R. D. Beard, 
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New Issue Offered to Stockholders.— 
The stockholders of the Washington 
Water Power Company, Spokane, 
Wash., have been offered the right to 
subscribe to the extent of 10 per cent of 
their holdings to a new issue of stock. 
The amount of the new issue of capi- 
tal stock is $1,549,000 and the proceeds 
will be used for capital expenditures 
already made or to be made this year. 
The regular quarterly dividend has 
been declared payable July 15 and all 
of the stockholders of the company 
using their subscription rights on or 
before June 20 will be entitled to the 
quarterly dividend on their additional 
holdings. 

Capital Stock to Be Increased.—The 
stockholders of Tampa (Fla.) Electric 
Company have voted to increase the 
capital stock of the company from $2,- 
879,800 to $3,454,800. Each stockholder 
of record on May 5, 1922, is offered the 
right to subscribe at $100 per share for 
one-fifth of a share of new capital stock 
for each share of capital stock standing 
in his name on the books of company 
at close of business on that date. Pay- 
ment for stock subscribed for must be 
made in full at $100 per share on or 
before June 1, 1922, or at the option 
of the subscriber in two installments, 
$50 per share on June 1, 1922, $50 per 
share on Noy. 16, 1922. 

Reorganization Plan Modified.—The 
plan for the reorganization of the San 
Francisco-Oakland Terminal Railways, 
San Francisco, Cal., has been modified 
by the reorganization committee and if 
approved by security holders will be- 
come operative thirty days after ac- 
ceptance. The modified plan provides 
for elimination of tide lands, refunding 
of Halsey notes by subsidiary of new 
company to be organized, refunding 
issue to mature in fifteen years; one 
share of new common stock will be of- 
fered for four shares of old preferred 
instead of one share of new common 
for two shares old preferred as in the 
original plan. A board of fifteen di- 
rectors chosen from the different groups 
of security holders will be created and 
voting power will be placed in the 
hands of a trust, where it will remain 
lodged for a fixed time for the benefit 
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Street Railway Materials index is relative average price 


puted by Mr. Richey, as follows: 
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of materials (including fuel) used in street railway operation and 
maintenance, weighted according to average use of such materials, 
Wages index is relative average maximum hourly wage of motor- 
men and conductors on street and interurban railways in the 
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Lower Fare Discussed 


Mayor-Elect of Seattle Fayors Reduc- 
tion in Fare—Ways of Accomplishing 
Change Paramount in City Affairs 


The first subject of discussion among 
city officials of Seattle, Wash., is that 
of a possible reduction in fares, the 
proposed fare to be 5 cents, if such a 
reduction is possible. The present fare 
on the lines of the Seattle (Wash.) 
Municipal Railway is 83 cents, if tokens 
are purchased, or 10 cents cash, both 
fares having transfer privileges. In 
view of the fact that Mayor-elect B. J. 
Brown has announced that his first con- 
sideration after he assumes office on 
June 5, with a newly organized City 
Council, will be the reduction in fares 
and the expressed statement of every 
member of the City Council approving 
a return to the 5-cent fare in the city, 
the subject is bound to become para- 
mount in city affairs. 


City WANTs ADVICE 


Corporation Counsel Walter F. Meier 
has been asked by Councilman-elect E. 
L Blaine for an opinion on some of the 
possible legal consequences should a 
lowered fare be undertaken, and Mr. 
Meier, in his opinion, declares that re- 
duction in costs of maintenance and 
operation is the only way open to reduce 
car fare, which, he states, cannot be 
effected either at the expense of the 
bondholders or the taxpayers. In his 
opinion, Mr. Meier held that the rail- 
way contract does not admit of a fore- 
closure, but does admit of a receiver’s 
sale in case of a proved violation. This 
would not revive the franchise formerly 
held by the Stone & Webster interest, 
except by consent of the City Council. 

Mayor Hugh N. Caldwell, a former 
corporation counsel of the city, asserts 
that the fare reduction can come only 
through revision of the contract with 
the Stone & Webster interest. 

The Mayor said the situation would 
eventually result in the contract re- 
vision on more equitable terms, the 
turning back of the system to the 
original owners, or the appointment 
of a receiver to handle the railway’s 
affairs. The Mayor advocated.a return 
to the jitney bus transportation in com- 
petition with the railway, which he 
said would help to bring the bond- 
holders to terms, and urged that no 
steps be taken to exceed the letter of 
the contract, and that no more be done 
to solve the railway’s problems “more 
than is absolutely necessary under the 
contract.” 

In the meantime, Councilman C. B. 
Fitzgerald has announced his intention 
of introducing at the first meeting of 
the new Council a fare-reduction bill, 
providing for a straight 5-cent fare on 
all lines, and that the matter of a 
charge for transfers and the installa- 


tion of economies which will make the 
reduced fare possible will be left to the 
railway department and the Mayor as 
administrative officials. 

In the meantime, D. W. Henderson, 
superintendent of the municipal rail- 
ways, is working out plans for every 


possible reduction in the operating 
costs of the railway. Along this line, 
he is endeavoring to increase the num- 
ber of one-man ears on the railway lines 
to effect further savings. As an experi- 
ment in the conversion of old equipment 
to conform to the one-man car plan, 
Mr. Henderson has just had one of the 
single-end cars made over into a one- 
man car. The street railway has 
twenty-seven cars of the type re- 
modeled, and if it proves satisfactory, 
the other twenty-six will be remodeled. 
This will increase the number of one- 
man cars, which now number 30 per 
cent of the equipment, according to Mr. 
Henderson. As a method of reducing 
operating costs, Mr. Henderson has 
made the statement that he prefers the 
plan of increasing one-man cars to that 
of reducing salaries of the railway 
operatives any further. 


Talk of Fare Compromise 
in Louisville 

Ever since the United States Circuit 
Court of Appeals handed down its 
decision sustaining the injunction 
granted by Judge Evans, restraining 
city officials from interfering with the 
Louisville (Ky.) Railway in collecting 
a 7-cent fare, there has been talk of a 
compromise. According to Clayton B. 
Blakey, city attorney, the next move 
in the case rests with Judge Evans, 
unless a compromise is agreed upon. 
Procedure in the case in the absence 
of a compromise, according to Mr. 
Blakey, will be to try it out on its 
merits, which will involve the taking of 
testimony as to valuation of property, 

income and expense. : 
Mayor Quin is reported to have said 
that he would consider a compromise 
of 6-cent fare should one be offered by 
the company. He said also that any 
other offer or suggestion made by the 
railway regarding a settlement of the 

case would receive consideration. 


Commission Dismisses Suit 

As a result of the Knoxville Railway 
& Light Company and the city of Knox- 
ville, Tenn., filing a petition with the 
State Railroad & Public Utilities Com- 
mission asking that their appeal to the 
Supreme Court be dismissed, the fare 
in Knoxville will remain at 6 cents. 
This step ends a, long controversy 
which has been raging since early last 
year, when the Knoxville Railway peti- 
tioned for a 7-cent fare with 2 cents 
additional as a transfer charge. The 
commission at that time ordered an 
appraisal of the property upon which 


it allowed an increase in fare from 5 
cents to 6 cents. The city was opposed 
to the higher fare order. The deci- 
sion of the commission was reviewed at 
length in the ELECTRIC RAILWAY JOUR- 


. NAL, issue of July 9, 1921. 


Electric Railways Excluded 


Interstate Commerce Commission Holds 
No Reduction in Charges of These 
Companies Is Warranted 


Reductions equivalent to 10 per cent 
on all freight rates were ordered in an 
opinion handed down by the Interstate 
Commerce Commission on May 24. 
The commission found: 


1. That on and after March 1, 1922, a 
fair return upon the aggregate value of 
the railway property of the carriers defined 
in Section 15A of the interstate commerce 
act, determined as therein provided, will 
be 5.75 per cent of such aggregate prop- 
erty value, as a uniform percentage for 
all rate groups, or territories designated 
by this commission. 

2. That the existing freight rates and 
charges including charges for switching 
and other accessorial services and other 
charges applicable to freight service, which 
were increased by authority of “Increased 
rates 1920, supra,’ will be on and after 
July 1, 1922, unjust and unreasonable to the 
extent that they may respectively include 
more than the following percentage of 
increase over the rates in effect immediately 
prior to Aug. 26, 1920, in and between 
the various rate groups as defined in “In- 
creased Rates 1920, 58 I. C. C. 220, 489,” 
and “Authority to increase rates, 302.” 


In the Eastern group, also between 
points in Illinois territory and between 


‘Illinois territory and the Eastern group, 


26 per cent instead of the 40 per cent 
authorized in the decisions last cited. 

In the Western group, and between 
the Western group and Illinois terri- 
tory, 21.5 per cent instead of the 35 per 
cent so authorized. 

In the Southern and Mountain-Pacifie 
groups, 12.5 per cent instead of the 
25 per cent so authorized. 

On interterritorial traffic, except as 
otherwise provided herein, 20 per cent 
instead of the 33% per cent. 

The opinion carries the following 
reference to electric railroads: 


The only evidence as to the rates, fares 
and charges of electric railroads was intro- 
duced in behalf of a national association 
of such carriers. This was substantially 
to the effect that most electric lines do 
not fall within the view of section 15A of 
the interstate commerce act; that while 
generally their freight rates and charges 
were increased pursuant to increased rates, 
1920 supra, the authority thereby granted 
did not extend to passenger fares, and that 
no reduction in their charges is warranted 
at this time. This evidence stands uncon- 
troverted upon the record. 

In the case cited, we said at page 253: 

“Petitions have been filed in this proceed- 
ing by a national organization of electric 
lines, seeking permission to increase their 
rates in the same proportion as the rates 
of trunk lines are advanced. The operat- 
ing costs of these lines have, on the whole, 
increased in approximately the same ratio 
as those of steam railroads. In some 
instances, there is competition between the 
electric lines and the steam railroads. We 
conclude that the freight rates of electric 
lines may be increased by the same per- 
centages as are approved herein for trunk 
lines in the same territory. This is not to 
be construed as an expression of disap- 
proval of increases, made or proposed in 
the regular manner, in the passenger fares 
of electric lines.” 
_ Thereafter, many passenger fares were 
increased by electric lines in the same pro- 
portion as those of steam lines. On the 
whole, these carriers have had _ substan- 
tially the same relief as the steam carriers. 
The influences affecting their charges are 
much the same, and it would seem that they 
should receive like treatment. But the 
evidence is too meager to permit of specific 
findings as to individual electric lines, or 
electric lines as a whole. 
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Commission’s Suggestions 
Adopted by Connecti- 
cut Company 


“Our experience with the operation 
of buses has shown that this type of 
service cannot be operated at as low 
a cost per passenger as the trolleys, but 
where the condition of the track or pub- 
lic betterment projects makes necessary 
a large expenditure for track renewal 
on non-paying lines, it is quite possible 
that such substitution may be a means 
of retaining a measure of service that 
would not be warranted under. other 
conditions.” These statements are con- 
tained in a letter written by Lucius S. 
Storrs, president of the Connecticut 
Company, to the Public Utilities Com- 
mission, in reply to the commission’s 
recent ruling concerning passenger 
rates in Connecticut and the suggestion 
that motor buses be used where trolleys 
have never paid and are unlikely to pay. 

The commission at that time informed 
the company that the present rates of 
fare, except in the test case areas, would 
be permitted to stand despite a number 
of petitions for fare reduction from 
various parts of the State. The com- 
mission, however, called attention to the 
fact that it reserved jurisdiction over 
the pending cases and would decide 
later whether the present fare rates 
would bear changing. 

President Storrs replied that the 
commission’s suggestions for modifica- 
tion of present tests has been given 
careful consideration by the directors. 

“A careful survey of the property 
will be made to determine the possi- 
bility of such substitution,” he said con- 
cerning the suggestion to establish in- 
creased motor bus transportation on 
non-paying lines. 

“It is our opinion that the ultimate 
interests of the communities and the 
company can be best served if the 
same rate of fare is applied to the 
entire’ property. 

“In Bridgeport the results of the test 
thus far conducted show conclusively 
that the present method is not pro- 
viding as much revenue as was obtained 
during the period immediately prior to 
its imauguration and the receipts fall 
far short of meeting all items of the 
cost of service. 

“We will accept your suggestion as 
to the modification in the Norwich test 
area.” 

Beginning May 21, metal tickets, 
obtainable at three for 25 cents, were 
acceptable in payment of fare on that 
part of the Bridgeport system where 
the initial payment has been 10 cents. 


Houston Disputes Car Removal 


A controversy has arisen in Houston, 
Texas, over the question of removing 
the cars from Main Street, as proposed 
by Mayor B. E. Holcombe and agreed 
to by the officials of the Houston Elec- 
tric Company. Acting on this agree- 
ment, the traction company has built 
a double track line on Fannin Street, 
which parallels Main, and the cars that 
had formerly used Main Street are 
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being rerouted on Fannin and other 
streets on which tracks already were 
built. 

Merchants along Main Street divided 
on the question, one faction favoring 
the removal of the cars and the other 
opposing. Both sides have prepared 
petitions for presentation before the 
City Council. Already three car lines 
have been rerouted, leaving four lines 
still on Main Street. These lines are 
awaiting the completion of a single 
track one block long from Fannin to 
Capitol Avenue. 

The new tracks have been laid by the 
Houston Electric Company at a cost of 
$125,000. It was agreed that the cars 
would be removed from Main Street 
for a period of one year as an experi- 
ment to determine if the patrons really 
wanted the change. The traction com- 
pany agreed not to remove its tracks 
from Main Street during this test but 
to cover then with asphaltum, and at 
the end of a year, if the patrons wanted 
the cars back on Main Street, they 
would be put back without undue cost. 

It now looks as if court action may 


be resorted to by one or the other fac- 
tion. 


Hearing on Equalization 
of Fares Held 


Further. hearing on application of 
the United Traction Company, Albany, 
N. Y., for equalization of its fares dis- 
closes that receipts exceed the estimate 
of the United Traction Company. 
Actual revenue from operation showed 
an increase of 17 per cent over the 
amount the company estimated it would 
receive from the operation of its lines 
during the first four months of this 
year, Davis L. Waters, auditor of the 
company, testified before the Public 
Service Commission at a hearing on 
the order of the commission for fur- 
ther testimony about finance held on 
May 19. The testimony is closed and 
a decision is expected soon. Chairman 
William A. Prendergast conducted the 
hearing. Expenses of the company 
over the period amounted to 8 per cent 
over the amount previously estimated. 

It was brought out that, figured on 
a car-mile basis, the revenue in the 
Albany zone was 54 cents a mile, while 
the expense for actual operation was 
36 cents. In the Troy zone the rev- 
enue was 42 cents and the expense 37 
cents. 

The company made application sev- 
eral months ago for an equalization of 
the fares charged in Albany and Troy. 
In the latter city 6 cents is charged, 
which also is the amount in Cohoes and 
Rensselaer. In Albany the rate is 8 
cents. 

Mr. Waters testified that the com- 
pany would have to expend nearly 
$600,000 for new trackwork in Albany 
and Troy this year. 


A. E. Reynolds, general manager of 


the company, testified that since the 
operation of one-man cars in Albany 
better service has been given the public. 
He also testified regarding the expense 
of operating the cars. 


Free Transportation Largely 
Eliminated 

Simultaneous with the taking over 
of the Detroit United Railway system 
by the Department of Street Railways, 
City of Detroit, an order was issued 
which eliminates a great part of the 
free transportation heretofore supplied 
in Detroit and commonly supplied by 
most companies. Henceforth in Detroit 
no one will be permitted to ride on a 
pass except conductors and operators 
in full uniform, police and firemen in 
full uniform, division supervising offi- 
cials presenting instructor’s badges and 
trackmen presenting trackmen’s badges. 
Any employee whose work requires that 
he get out on the property will be 
provided transportation from his office 
to that point and return, but he must 
pay his fare when riding from home to 
work or at any ‘time when not actually 
on company business. 

All motormen of both one-man and 
two-man cars are henceforth to be 
called “operators,” according to a recent 
order of the department. 

Another change made in the organ- 
ization of the municipal railway system 
in Detroit was the abolishment of the 
position of night superintendent of city 
lines. Under the municipal operation, 
each division superintendent will be 
responsible for operation of cars on his 
various lines and for the conduct of the 
personnel of night forces as well as 
day forces. 


Lower Fare to Become 
Effective June 1 


Instead of reducing its fare to 6 
cents as of July 1 as arranged in the 
new franchise the Washington Water 
Power Company and the Spokane City 
Railways filed a new tariff with the 
State Department of Public Works 
which calls for a 7-cent cash fare and 
a 6-cent ticket fare to become effec-. 
tive on June 1. E. V. Kuykendall, 
director of the State Department of 
Public Works, stated that the depart- 
ment would waive the thirty-day period 
which must usually elapse before the 
filing of a new tariff and its going into 
effect. The universal transfer will 
not, however, become operative until 
July 1, when the consolidation of the 
two properties takes place. 

General Manager Connors of the 
Spokane City Railways expressed his 
approval of the earlier date for the 
lower fare schedule. On this point he 
said: 

It will give our riders an opportunity to 
get accustomed to the new plan. I can 
see a bright future in store for the Spokane 
United Railways after consolidation and 
I am therefore more than pleased to help 
push the good work along by giving the 


people the benefit of the fare reduction 
sooner than they expected. 


Preparing for One-Man Cars.—The 
Olean, Bradford & Salamanca Railway 
is preparing for operation of one-man 
cars in the city of Olean, N. Y. It 
expects to put its first car of this type 
into service in ten days and others 
will soon follow. Cars are now being 
reconverted for one-man operation. 
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Interurban Service Extended 
Through Chicago 

Since Feb. 15, 1922, the Chicago 
North Shore & Milwaukee Railroad 
has been operating its Milwaukee 
limited trains through the loop to 
Sixty-third Street and Woodlawn Ave- 
nue on the south side, providing an 
hourly service for south side busi- 
ness men and residents to and from 
Milwaukee and _ intervening cities. 
Similarly, the merchandise dispatch 
service of the company was extended 
from the loop south and receiving 
stations located at Sixty-third Street 
and Calumet Avenue and Forty-first 
Street and Union Avenue at the 
Union Stockyards. This extension of 
the services of the company over the 
elevated structure to the south side 
of the city gives this section the same 
high grade service that is afforded to 
passengers boarding and leaving the 
trains in the loop or at north side 
stations. 

The extension of the service adds 
about twenty-five minutes to the run- 
ning time of each limited train, but 
inasmuch as there was formerly a lay- 
over for each limited of fifty-five 
minutes, it was possible to extend the 
service with but little additional cost. 

As a_ result patronage of the 
through service to the south side is 
increasing steadily and it is felt by 
the officers of the company that in 
time it will add substantially to the 
patronage of the North Shore Line. It 
makes the railroad more useful to the 
community and tends to create new 
habits of travel, because of the con- 
venience, which will bring much of 
the travel on the part of the south 
side people to cities north of Chicago 
to the North Shore Line. 

While the elevated railroad gives a 
good service from the south side to the 
Loop, where the main Chicago ter- 
minal of the line has been heretofore, 
the North Shore trains give a de luxe 
non-stop service for which the pas- 
sengers are willing to pay a higher 
rate of fare. The city is divided into 
three zones, so that it costs only 11 


cents more for a Milwaukee passenger 


to ride clear through to the south side 
than it does to come only into Wilson 
Avenue on the north side. The 
straight mileage rate does not apply 
after the train reaches the elevated 
system in the city. 


Fare Reduction Ordinance 
Repealed 

The City Council of Little Rock, Ark., 
has repealed the ordinance requiring 
the Little Rock Railway & Electric 
Company to reduce its fares from 6 to 
5 cents. One Alderman explained that 
the ordinance was ineffective because 
of the failure of the Council to give 
the company the necessary thirty-day 
notice, as required by law. The repeal 
of the ordinance, it is said, was re- 
quested by the attorneys having in 
charge for the city the public utility 
rate cases that are pending in the 
courts. A resolution was introduced by 
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the public utilities committee notifying 
the railway that a hearing would be 
held in the Council chamber on the 
evening of June 26 to determine what 
will be a fair and reasonable charge 
for carrying passengers, and, providing 
the facts and evidence at the hearing 
justify, the rate charged will be re- 
duced. The resolution was adopted. 


One-Man Cars Appear.—The Phila- 
delphia (Pa.) Rapid Transit Company 
recently started the operation of one- 
man cars on the Jefferson and Master 
Streets divisions. 


Will Contract for Tokens.—Joseph S. 
Goodwin, general manager of the De- 
troit (Mich.) Municipal Railway, has 
received authority to contract for 500,- 
000 metal tokens to facilitate fare 
handling. 


Five-Cent Fares to Continue—The 
Lake Shore Electric Railway, Cleveland, 
Ohio, has abandoned its fight for higher 
fares at Sandusky. This means 5-cent 
fares will continue, six tickets for a 
quarter and free transfers. 


Warning Autoists—The police of 
Trenton, N. J., are distributing circu- 
lars to autoists warning them to be 
careful when pulling from a curb to 
prevent being struck by a trolley car. 
The majority of the trolley-auto crashes 
are due to careless autoists. 


An “Exciter” Comes from Pine 
Bluff.—The Pine Bluff (Ark.) Com- 
pany, in conjunction with the Arkansas 
Light & Power Company, recently be- 
gan publishing a small weekly house 
organ, called the “Exciter.” The little 
magazine contains personal and other 
items. It is edited by A. G. Whidden, 
in charge of publicity for the companies. 


$1.25 Weekly Pass for Fort Smith.— 
The Fort Smith Light & Traction Com- 
pany has received permission from the 
Arkansas Railroad Commission to in- 
crease as of May 29, its cash fare from 
6 to 7 cents and to install a weekly 
pass at $1.25. The latter will be of 
the transferable, unlimited-ride type 
now in use at Racine and Kenosha, Wis.; 
Youngstown, Ohio; New Brighton and 
Meadville, Pa.; Fort Wayne and Terre 
Haute, Ind. 


Rewards Offered for Service Sug- 
gestions.—To encourage trainmen in 
making suggestions for the betterment 
of service, the Los Angeles (Cal.) Rail- 
way has announced that monthly cash 
prizes will be given for the best ideas. 


Only trainmen engaged in actual opera- 


tion of cars will be allowed to partici- 
pate. For the best suggestion in any 
calendar month, $7.50 will be given, 
$5 for the second best and $2.50 for 
the third best. The plan was put in 
effect May 1. 
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City Appeals from Ruling—An ap- ~ 
peal was filed recently by the City 
Solicitor of Scranton, Pa., against the 
ruling of the Public Service Commis~ 
sion continuing the 8-cent fare on the 
lines of the Scranton Railway for an- 
other six months. The city contends 
that the commission acted without serv- 
ing proper notice upon the city and the 
public. The appeal was filed in the Su- 
perior Court of Allentown and the first 
Monday in October was set by Judge 
Trexlen as the day for hearing the ar- 
gument. 


Will Increase One-Man Cars.—So 
satisfactory has the one-man car sys- 
tem proved on a number of lines of the 
Springfield (Mass.) Street Railway that 
it is planned ta add a number of lines 
to the one-man car list this season. 
Preparatory to this extension between 
twenty and thirty cars of the double- 
truck type are being made over into 
one-man cars, as these cars have the 
preference over the small one-man cars, 
first introduced. At present there are 
three day lines and three all-night lines 
operating in Springfield on the one-man 
basis. All the company’s Westfield 
lines, except those running between 
Westfield and Springfield, have the 
one-man car service. 


Uncertain Outlook Emphasized.—In 
a conference with the executive com- 
mittee of the Holyoke Chamber of Com- 
merce, on May 15, relative to a sug- 
gestion that the Holyoke (Mass.) 
Street Railway réduce its rates or ex- 
tend its zone limits, President Louis D-. 
Pellissier said that he deemed any re- 
duction at this time as ill-advised. He 
said that while the company last year 
paid a dividend of approximately 6 per 
cent on the par value of the stock. the 
average price paid by the stockholder 
was $120 a share, so that the dividend 
really amounted to only 5 per cent. de 
explained that the total revenues in 
1921 were $11,000 less than in 1920 
and the passenger revenues $28,000 
less, while the outlook for the future 
was uncertain. 


Freight Rights Granted—The town 
board of Port Fulton, Ind., in the south- 
ern part of the State, has adopted an 
ordinance granting the Interstate Pub- 
lie Service Company an amended fran- 
chise for the use of the streets of the 
town by removing the restriction on 
hauling freight, which under the old 
franchise. might be handled only be- 
tween the hours of 8 p.m. and 6 a.m. 
The removal of the restrictions is in 
order to aid the building of rail-river 
terminals in which the Interstate will 
co-operate with the Inland Waterways 
Company, which will handle the water 
end of the traffic while the Interstate 
will handle the rail end. The Inter- 
state will give connections to freight 
hauled either by steam or electric road 
and the branch to be laid to make the 
necessary connection will be consider- 
ably less than a mile long. The com- 
panies have options and will buy the 
land on which the Ohio River termi- 
nals will be built. 
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Canadian Officers ae for Meeting 


G. Gordon Gale, Thomas Ahearn, George Kidd, F. D. Burpee and Arthur Gaboury 
Are Hosts for Canadian Electric Railway Association 


GAINST the background of the Ca- 

nadian Electric Railway Associa- 
tion five men stand out as does the 
aurora borealis against the Canadian 
sky. These five men—G. Gordon Gale, 
Thomas Ahearn, George Kidd, F. D. 
Burpee, and A. Gaboury—will guide the 
meeting of the association in Quebec 
on June 1, 2 and 38, and cram into those 
three days a variety of important rail- 
way matters. The brilliance of display 
will be apparent then—the evidence of 
months of painstaking planning. 


Mr. GALE LEADS 


G. Gordon Gale, president of the Ca- 
nadian Hlectric Railway Associatien, 


association, is manager and director of 
the Ottawa Electric Railway, and di- 
rector of the Ottawa Traction Company. 
He joined the company in 1893 and five 
years later became assistant to the 
superintendent and secretary-treasurer. 
In 1912 he took over the duties of 
superintendent, and held that position, 
with the exception of the war period, 
until 1920. In that year he was ap- 
pointed general manager. 

In the post of treasurer is Arthur 
Gaboury, superintendent of the Mon- 
treal Tramways. His work in railway 
associations has been active and exten- 
sive. In 1919 he was elected president 
of the Canadian Association, and dur- 


nadian winter. For many years Mr. 
Ahearn was active in the construction 
of electric works, and was vice-presi- 
dent of Ahearn & Soper, Ltd., elec- 
trical engineers and contractors. Shortly 
after entering business, Mr. Ahearn 
was manager of the Bell Telephone 
Company at Ottawa. 

George Kidd, general manager of the 
British Columbia Electric Railway, is 
serving once more as honorary vice- 
president of the Canadian Electric Rail- 
way Association. He was trained in ac- 
countancy and accepted a post with 
Mellors, Basden & Mellors, chartered 
accountants, Nottingham, England. In 
1907 he was appointed secretary of the 
British Columbia Electric Railway, with 
his office in London, England. In 1911 
he was made comptroller of the com- 
pany and removed to Vancouver, B. C., 
and in May, 1914, received the appoint- 
ment of general manager of the com- 
pany, which position he now holds. The 
British Columbia Electric Railway 
represents an investment of $60,000,000 
in and around Vancouver and Victoria, 
controlling the electric railway, light, 
power and gas systems in these centers. 


G. Kipp 


‘T. AHEARN 


G. G. GALE 


will act as chief master of ceremonies. 


Mr. Gale is vice-president and general 
manager of the Hull (Que.) Electric 
Company, as every one in the industry 
knows. His promotions read like steady 
steps leading to his present post of 
responsibility and honor, for the nctices 
say: “Mr. G. Gordon Gale appointed 
acting general superintendent of the 
Hull Electric Company; Mr, Gale ap- 
pointed general superintendent of the 
Hull Electric Company; Mr. Gale ap- 
pointed manager; Mr. Gale appointed 
vice-president.” And most of this time 
Mr. Gale has been chief engineer of the 
company at Hull. Those changes are 


- logical, and they sound easy. They were 


for Mr. Gale, else he would never be 
where he is when he is. His association 
with the Hull Electric Company began 
in 1907. Before that, Mr. Gale was 
assistant engineer of the electrical plant 
of the Canadian Rubber Company. He 
is a graduate of the electrical engineer- 
jng department of McGill University. 

Mr. Burpee, vice-president of the 


ing that year he served on the execu- 
tive committee of the American Electric 
Railway Transportation & Traffic As- 
sociation. Mr. Gaboury began as con- 
ductor and motorman with the Mon- 
treal Street Railway, gaining there 
pointers on the practical side of trans- 
portation. He was successively assist- 
ant inspector in traffic handling, chief 
clerk at the St. Denis Street carhouse, 
claim agent, and assistant superintend- 
ent. In 1907 he was appointed superin- 
tendent. 


Mr. AHEARN A PIONEER 


Mr. Ahearn, who is honorary presi- 
dent of the association, is known every- 
where as the president of the Ottawa 
Electric Railway, and one of the leaders 
in the construction of that railway, 
which was the first in Canada. Building 
a railroad is far simpler than making 
it run, and run _ successfully. Mr. 
Ahearn did both, and thereby solved 
the problem of operating an electric 
service on wheels throughout the Ca- 


F. D. BURPEE A, GABOURY 


One of the most recent accomplishments 
of Mr. Kidd was the acquisition of the 
Western Power Company of Canada, 
which system has now been amalga- 
mated with the mainland system of the 
British Columbia Electric Railway. A 
$10,000,000 water power development 
scheme is being planned on Stavex 
Lake, where the Western Power Com- 
pany’s present generating plant is sit- 
uated. 


Major Henry Mattison, chief civil 
engineer for the Manchester (England) 
Corporation Tramways, has been ap- 
pointed general manager of the under- 
taking, in succession to J. M. McElroy, 
retired through ill health. Mr. Mattin- 
son has been connected with the Man- 
chester tramways for twenty-one years 
and has been chiefly responsible for 
the construction of almost the whole of 
the present 220 miles of single track. 
During the war he carried out much 
railway construction and reconstruction 
work in Syria. 
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G. D. Baker—Owner and 
President 


New Leader of Springfield & Wash- 
ington Railway Co-operates With 
Bus Line in Restoration Plans 


George D. Baker, who recently was 
elected president of the Springfield & 
Washington Railway, South Charles- 
ton, Ohio, after purchasing the road 
from the other heirs of his father, 
George W. Baker, is known as one of 
the liveliest business men in central 
Ohio. In addition to his traction inter- 
ests, he is also owner of a railroad tie 
producing business. Its extent may be 
realized when it is known that he but 
recently installed a $200,000 plant in 
Washington Courthouse for the chemi- 
cal treating of ties to preserve their 
life. 

TAKES OVER LINE 


Mr. Baker took over the Springfield 
& Washington line shortly after appli- 
cation had been made by the former 
owners to the Public Utilities Commis- 
sion to discontinue the road because of 
poor business and loss of revenue. The 
line operates between Springfield and 
South Charleston. Originally, it was 
intended to extend the line from 
Springfield to Portsmouth, but when 
the tracks were laid to South Charles- 
ton the backers ran out of funds and 
the company halted its extension 
efforts. 

Mr. Baker took the line over in the 
belief that through proper manage- 
ment and reduction of operating ex- 
pense the properties could be made a 
paying investment, and traction men 
in the middle West are watching his 
moves with extreme interest in the 
belief that some of his ideas may be 
applicable to their own lines. 

One of the first steps taken by the 
new owner of the line was to perfect 
an agreement with the Flag bus line, 
which had been operating buses be- 
tween Springfield and Washington 
Courthouse, whereby the buses were 
to be operated between South Charles- 
ton and Washington Courthouse only, 
thereby serving as a feeder for the 
traction line. In return, a through 
rate agreement was made so _ that 
Springfield passengers would make the 
trip from South Charleston to Wash- 
ington Courthouse via the bus line. 


PLANS TO INSTALL ADDITIONAL 
Bus LINES AS FEEDERS 


Within the next few weeks other bus 
lines, owned by the traction line, will 
begin operating from various points 
to connect with the road and serve as 
additional feeders. Another step 
planned is the removal of the Spring- 
field station to a point where the rental 
will not be so high. Night carrying of 
freight in order to make the traffic 
carry through twenty-four hours a day 
is also contemplated. Mr. Baker also 
has a number of other ideas “up his 
sleeve,” but these he declines to reveal 
until he has been given an opportunity 
to test their soundness. 
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Construction of the Springfield & 
Washington Railway was started orig- 
inally by a company known as the 
Springfield, Charleston, Washington & 
Chillicothe Railway. George W. Baker, 
father of the present owner of the line, 
was at that time in the tie business at 
Washington Courthouse and furnished 
most of the ties for the line. He be- 
came one of the heaviest creditors, and 
when the road failed some time later, 
he took over the properties and organ- 
ized it as the Springfield & Washington 
Railways. When the father died in 
1914, the son, George D. Baker, took 
over the tie business and the road was 
operated by the other heirs, with Floyd 
Baker as general manager. The road 
began to show deficits in 1921 and early 
this year an application was filed with 
the State to discontinue the line. It 
was then that Mr. Baker stepped in and 
purchased the company and reorgan- 
ized its affairs: 

The new officers of the company are: 
George D. Baker, president; W. W. 


G. D. BAKER 
Keifer, vice-president; W. F. Gang- 
wish, secretary, and C. J. Baughn, 
treasurer. 


The new owner has secured the co- 
cperation of the Chamber of Com- 
merce in Springfield and Washington 
Courthouse and these organizations 
have pledged themselves to assist in 
every way toward making the road a 
financial success. Those who are ac- 
quainted with Mr. Baker, however, say 
that developments will show him to be 
making most of the suggestions and 
doing the real work of placing the road 
on its feet. It is easy to see that Mr. 
Baker has established a reputation for 
progressiveness and that he will hold 
it in his new work. 


M. F. Ryan, who has been with the 
Philadelphia (Pa.) Rapid Transit Com- 
pany for fifty years, was honor guest at 
a banquet in celebration of his long 
service. He was a conductor for some 
time, and later was made superintend- 
ent of surface Hnes. 
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John Q. Ross 


John Q. Ross, a member of the board 
of directors and for several years pres- 
ident of the Muskegon Traction & 
Lighting Company, died at his home 


in Muskegon, Mich., on May 12. Mr. 
Ross was only forty-eight years old. 
He was very prominent in his home 
state, where for two terms he served 
as Lieutenant-Governor. 

Mr. Ross played an important part 
in the life of the Muskegon Traction & 
Lighting Company during the last few 
years. He brought about a reorganiza- 
tion of the local management of the 
company two years ago, with the result 
that the American Light & Traction 
Company, the parent company, placed 
George Steinwedel in charge as pres- 
ident and general manager at Muskegon. 
Mr. Steinwedel-shortly afterward re- 
organized the entire personnel of the 
company. Mr. Ross then resigned as 
president, but continued as a director. 

Mr. Ross was a lawyer, but quit 
active law practice a few years ago 
to look after his industrial interests. 
He was president or a director of more 
than a score of Muskegon industries. 


John F. Stephens, member of the 
board of trustees of the Boston (Mass.) 
Elevated Railway, died in Roxbury, 
Mass., May 11. : 


Charles J. Smith, division superin- 
tendent of the Dorr carhouse of the 
Community Traction Company, Toledo, 
Ohio, died May 20. He started as a 
conductor with the company twenty- 
five years ago. 


Frederick G. Wisell, chief draftsman 
in the engineering department in Seat- 
tle, Wash., of the Puget Sound Power 


- & Light Company, died April 22. He 


did. some work for the company at 
Snoqualmie Falls in 1907, and later 
that year became a draftsman in the 
Seattle office. In 1914 he was trans- 
ferred to the engineering department, 
and two years later, when the engineer- 
ing forces of the company were con- 
solidated, he was made chief draftsman. 


Clayton E. Dutot, timetable maker 
for the New York Consolidated Rail- 
road, which operates the subway and 
elevated lines of the ‘Brooklyn Rapid 
Transit system, died at his home in 
Brooklyn, on May 10. He had been 
with the Brooklyn Rapid Transit Com- 
pany for more than twenty-one years _ 
and was an expert in the making of 
schedules and run sheets. Mr. Dutot 
entered the employ of the Brooklyn 
Rapid Transit Company as agent and 
operator. He was made train clerk in 
1903. The following year he was pro- 
moted to the position of dispatcher, and 
in 1908 was assigned to the timetable 
department, where he remained up to 
the time of his death. - 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


$300,000 for Power 
Improvements 


Five New Automatic Substations Are 
Included in Program of United 
Railways, St. Louis 


Contracts have just been let for five 
new automatic substations in St. Louis. 
Owing to the increased number of cars 
operated, the receiver of the United 
Railways found it necessary to increase 
materially the power facilities of the 
system. At the present time more 
cars are being operated than ever be- 
fore—about 1,360 at the peak hours— 
resulting in an overload on the present 
facilities, both transmission and con- 


verting equipment. As the majority of. 


the power used is purchased power, 
principally from Keokuk Dam on the 
Mississippi River, the question re- 
solved itself into additional transmis- 
sion and converting equipment. 

A contract has just been entered into 
for the purchase of four 1,000 kw. con- 
verters with the necessary automatic 
control equipment for two 2,000 kw. 
units at present on hand which will be 
moved from existing stations to new 
buildings. Requiring additional equip- 
ment on two of its County Lines, the 
company purchased apparatus of the 
automatic type and the experience with 
this equipment, together with the ex- 
perience with other companies, led to 
the adoption of automatic apparatus for 
the new city stations as follows: 


One 1,000 kw. station at Union and Maple 
Avenues (western portion of the city); 
one 2,000 kw. (two 1,000 kw. units) station 
at Taylor and Fairfax (central western 
portion of the city); one 2,000 kw. station 
at 7th and Franklin (downtown district) : 
one 1,000 kw. unit at Broadway and 
Arsenal Street (eastern and semi-southern 
portion of the city). 

The total approximate cost of the 
new substations will be $300,000, 
against which there will be a credit ap- 
plicable on account of copper removed 
of from $25,000 to $40,000, depending 
upon the amount of copper it is finally 
decided can be dispensed with and the 
scrap value of copper at the time. The 
gross figure of $300,000 is divided ap- 
proximately as follows: electrical equip- 
ment, installed, $185,000; transmission 
and distribution (practically all trans- 
mission), $60,000; land and buildings, 
$55,000. 


Southern Pacific Lines Establish 
Tie-Treating Plant at Los 
Angeles Harbor 


The Southern Pacific Lines have just 
completed and placed in operation at 
Los Angeles Harbor a new tie-treating 
plant, which provides for the employ- 
ment of 100 men at the start. The new 
plant is under the management of 


Frank D. Mattos, and will handle and 
treat approximately 750,000 railroad 
ties a year. Green ties will be brought 
to the plant at Los Angeles Harbor 
via ships from the tie-producing points 
at northern locations on the Pacific 
Coast, and will be treated under the 
railroad’s own process, namely, Ruep- 
ing, before being placed in service. 
Douglas fir lumber is the type of tie 
treated under this process. Tie require- 
ments of the Southern Pacific Lines are 
in the neighborhood of 3,000,000 ties a 
year. This process renders the ties 
serviceable for from fifteen to twenty 
years. This new plant is one of three 
controlled and operated by the railroad. 


The Coal Situation 


Prices of coai advanced last week an 
average of 51 cents. The volume of 
free coal is restricted, as the large non- 
union shippers are committed on their 
May output. Those who have coal for 
sale are the ones who are following a 
policy of getting the top of the market, 
selling from day to day and at most 
from week to week. 

Efforts at Washington to hold the 
price down have but little affected mar- 
ket quotations; they have really intro- 
duced a general hesitation that may be 
the forerunner of an easing of prices. 
The meeting of non-union operators in 
Washington on May 31 will bring out 
more fully the plans of the Secretary 
of Commerce and the opposition of any 
who have no faith in such procedure. 
It is recognized that distribution plays 
an important role in controlling prices, 
and in this the jobber, who now is 
speculator as well, is a factor. He is 
the key to distribution for the great 
majority of small producers. 

In the Middle West pooling of buying 
by railroads and other large consumers 
is holding the market in check. Specu- 
lators found that much of the tonnage 
which they have shipped in on consign- 
ment was not readily taken and some 
low figures were taken to dispose of 
these cars. This steadying influence has 
been exerted in the face of a distinctly 
bullish market. 

New England and the Northwestern 
markets remain comparatively quiet. 
In the former, stocks are heavy and 
although the supply has been short- 
ened, consumers are not eager to buy 
at the ruling quotations. The rising 
prices have caused rehandlers in that 
section to be more cautious about com- 
mitments. The Northwest has been 
stirred only slightly by the unusual 
orders placed with the docks at the 
Head-on-the-Lakes for shipment to 
Lake Michigan points and to distant 
rail destinations. Lake dumpings pro- 
ceed at the rate of 250,000 to 300,000 
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tons weekly but much of this coal is 
being shipped to other lower lake 
points. Coal Age index of spot prices 
of bituminous coal increased 42 points 
to 303 on May 22. Spot prices are now 
at their highest point since late in 1920. 


’ Westinghouse Sales for the Year, 


$100,000,000 


In spite of the extremely adverse 
conditions of the past year, the sales of 
the Westinghouse Electric & Manufac- 
turing Company amounted to almost 
exactly $100,000,000, as shown by its 
annual report, as of March 31, 1922, 
This is the largest volume of business 
handled by this company except during 
the abnormally active previous three 
years. Manufacturing costs were high, 
however, as these could not be reduced. 
as rapidly as prices fell. Furthermore, 
the expense of development work and 
about $1,500,000 for depreciation of 
inventory were charged against manu- 
facturing costs, so that the increase in 
surplus was only slightly greater than 
the amount paid out in dividends. 

The excellent “cash position” of the 
company is shown by the fact that its 
current assets—including cash, U. S. 
securities, and accounts and notes re- 
ceivable—total $41,700,000, while its 
current liabilities—accounts payable, 
dividends unpaid, and accrued inter- 
ests, ete—are only $11,400,000. In 
addition, the company possesses an 
inventory of $55,000,000. 

Chairman Guy E. Tripp says in his 
report: “The contraction in orders 
booked continued throughout the year 
until January, 1922, when there began 
a substantial improvement which, has 
since been maintained. In addition to 
the favorable indications for an in- 
creasing demand for the regular lines 
of the company’s products, a large, 
demand for radio telephone receiving 
apparatus has recently developed with 
a prospect of its continuance for an 
indefinite period. It should be pointed 
out, however, that the ensuing year 
promises to be a period of keen com- 
petition.” 

The income account for the year is 
as follows: 


GYOSS: GCATNINES 6.0.60 aces ee ce $99,722,026 
Costsor Sales eke Siete 5 ve e's WIS 4G15846 
Net manufacturing profit...... 6,260,180 
Miner amcomer: (etc. hc sre eee 2,673,808 
GEOERPEIHC ORIG Goi ekc hale sates «oe 8,933,988 
Interest on bond and notes..... 3,096,600 
Net income available for divi- 

Gens elCaeri mare nic-sais, cate hae 5,837,388 


Metal, Coal and Material Prices 


Metals—New York May 23. 1922 
Copper, electrolytic, cents perlb......... 13.75 


Cop wire base, cents ee Ibsnaeaete ote 
Lead, cents per Ib.. nae 
Zine; cents per Ib........ 
Tin, Straits, cents per I 
Bituminous Coal, f.o.b. Mines 


raioies mine run, f.o.b. vessel, Dampier 


, gross tons... $7.375 
pe Negoans mine run, Boston, net tons...... 4.125 
Pittsburgh, mine run, Pittsburgh, net tons ahd 
Fr: ., screenings, Chicago, net tons ae 
Central, TL, screenings, Chicago, net tons Spe 
Kansas soreenings, Kansas City, net tons 2.625 
Materials 
Rubber-covered wire, N. Y. cents per lb.. 5.75 
Cement Shiga wire base, N. Y. ,eentsperlb. 15.50 
Cement era Se net prices, without bags... $1.97 

oil,(5-bbl. lota), N. Y., centa per gal, 96.00 
Whitest (100-Ib. keg), N. ¥., cents perIb. 12.25 
Turpentine (bbl. lots), N. Y., cents pergal. 97.00 


890 


ELECTRIC RAILWAY 


JOURNAL 


Vol. 59, No. 21 


$8,000,000 for French Rail- 
way Electrification 


The Locomotives and Esuipment to Be 
Furnished by French Represent- 
atives of International General 
Electric Company 


The forward-looking policy of the 
French railroads in electrifying their 
main lines is evidenced by the recent 
definite action of the Paris-Orleans 
Railway, one of the six great systems 
of France. According to dispatches 
recently received, and as a part of the 
program for electrification with the 
1,500-volt direct current system, se- 
lected after an exhaustive study of 
European and American experience, 
this railroad, which operates over 5,000 
miles of route, has placed an $8,000,000 
contract for eighty freight locomotives 
and eighty heavy high-speed passenger 
motor cars. 

This equipment will be furnished by 
a group of French manufacturers 
headed by the Compagnie Francaise 
Thomson-Houston, representatives in 
France for the International General 
Electric Company. While the larger 
part of the order will be manufactured 
in France, considerable material of 
American manufacture, it is understood, 
will also be required. 

The engines will be used on an ex- 
tension of the original electrification 
made a quarter of a century ago by 
the French Thomson-Houston Company 
with General Electric apparatus. The 
first part of the new 1,500-volt sec- 
tion will cover 125 miles of dense main 
line traffic between Paris and Vierzon. 
The motor cars will replace and extend 
the present suburban steam service out 
of Paris. 

The high-speed through-passenger 
* service from Paris to Vierzon on the 
way to southern France will be served 
by 1,500-volt, direct-current electric 
locomotives weighing 250,000 lb. each 
and capable of regular running speeds 
between 80 and 85 miles per hour. 
While these machines are not included 
in the contracts thus far awarded, the 
railway company is expected to an- 
nounce the placing of this business at 
an early date and to give consideration 
soon to the purchase of large numbers 
of additional locomotives for use on the 
2,000 miles of its system in the central 
plateau region. 


Rolling Steck 

Long Island Railroad, New York, 
N. Y., has filed for approval with the 
Interstate Commerce Commission a 
certificate issue of $980,000 to enable 
it to secure forty steel motor passenger 
ears. 

United Railways, St. Louis, Mo., has 
ordered fifty equipments from the 
Westinghouse Electric & Manufactur- 
ing Company for the cars now under 
construction in the railway company’s 
shops. The motors will be type 510-A, 
35 hp., 600 volt, the control will be 
single end K-35-HH, with a Westing- 


house type 801-E line switch used in 
conjunction with pneumatic door en- 
gines and door-interlocking equipments. 
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Track and Roadway 


Department of Street Railways, De- 
troit, Mich., will probably rebuild 12 to 
15 miles of double track overhead this 
summer. 

Public Service Railway, Newark, N.J., 
has removed the tracks from along the 
curb line and placed them in the center 
of the streets at Woodbury, N. J. 

Gary (Ind.) Street Railway will use 
Dayton resilient ties in the reconstruc- 
tion work on Broadway from the 
Wabash Railroad to the north terminus 
at the steel mill gates. This improve- 
ment was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of May 20. 

Petaluma & Santa Rosa Railroad, 
Petaluma, Cal., has been granted per- 
mission by the State Railroad Commis- 
sion to construct eleven grade crossings 
for a spur track across Washington, 
Water, and First Streets and B, C, D, 
EK, F, G@ and H Streets and Second 
Street in the City of Petaluma. 

Pacific Northwest Traction Company, 
Everett, Wash., H. B. Sewall, manager, 
announces that an expenditure of $250,- 
000 will be made on the interurban 
line running between Bellingham and 
towns in Skagit County. The work 
proposed will include the replacing of 
several bridges, and four and one-half 
miles of trestle decking. 


Shops and Buildings 


Georgia Railway & Power Company, 
Atlanta, Ga., expects to build one new 
carhouse. 

Department of Street Railways, De- 
troit, Mich. will build a new shop 
building 275 x 237 ft. in the immediate 
future for use as a paint shop and shop 
office and stores building. 

Hagerstown & Frederick Railway, 
Hagerstown, Md., has broken ground 
at the carhouse on Summit Avenue for 
a storage building 33 ft. x 63 ft. It 
will be one story and constructed of 
brick and tile, with concrete floor. It 
will be used by the company for stor- 
age of material for general repairs, 
such as wire, etc. 

Boston (Mass.) Elevated Railway ex- 
pects to be in the new inspection and 
repair shops being erected at Forest 
Hills on scheduled time. The building 
is two stories high, 65 x 450-ft. of brick 
and steel and will cost about $250,000. 
When the structure is complete the 
company will have a modern repair 
shop. 

New York, N. Y.—The Transit Com- 
mission has ordered that bids be re- 
ceived on June 2 for the construction 
of a temporary car shed at the Lenox 
Avenue shops of the Interborough 
Rapid Transit Company on 147th Street 
and for storage tracks in the 180th 
Street yard. These sheds are to house 
350 new subway cars, 100 of which are 
to be ordered immediately. 


Galena-Signal Oil Company, Detroit, 
Mich., announces the removal of its 
Detroit office from Room 2203 Dime 
Bank Building to Room 2214. 

Fiber Conduit Company, Orangeburg, 
N. Y., has acquired the plant of the 
American Fiber Conduit Corporation at 
Fulton, N. Y., and the conduit manu- 
facturing business of the Johns-Man- 
ville Company at Lockport, N. Y., and 
has appointed Johns-Manville Inc., as 
sales agent for its products, effective 
as of May 15, 1922. 
~ Johns-Manville, Inc.-The Johns-Pratt 
Company have mutually decided to 
manufacture and market their respec- 
tive products separately. For many 
years Johns-Manville, Inc., has acted as 
exclusive selling agents for the various 
products manufactured by the Johns- 
Pratt Company, of Hartford, Conn. 
Both parties feel that now they can 
serve the trade more effectively and 
economically by concentrating on their 
own lines. The change will become ef- 
fective on June 15. 

Westinghouse Electric & Manufactur- 
ing Company, Pittsburgh, Pa., has re- 
ceived from the Municipal Railways 
of San Francisco an order for twenty 
double equipments of 532-A motors and 
double-end K-36 JR control. Each 
equipment will also include an 806-D 
line switch. This order represents the 
first application of 532-A motors to 
Brill Radiax trucks. Helical gears are 
to be furnished on the motors: The 


municipal lines of San Francisco have 
had in service for approximately one 
year one trial equipment similar to 
those recently ordered. 


New Advertising Literature 


English Electric Company, Ltd., 
London, England, has just issued new 
publications Nos. 330, 331, 332, and 336. 
These give information regarding cylin- 
drical balanced valves, electric relief 
valves, electric bucket attachment for 
impulse wheels, and the Fullagar oil 
engine. 

Miller Trolley Shoe Company, Boston, 
Mass., has just issued a twenty-two- 
page catalog descriptive of its trolley 
shoes. Illustrations of cars and trains 
for many of the electric railways using 
this equipment are given, together with 
information on the operation of the 
shoe as a current-collecting device. 

Canadian Car & Foundry Company, 
Ltd., and its subsidiary, the Canadian 
Steel Foundries, Ltd., of Montreal, have 
issued bulletins Nos. 42 and 43 giving 
description of cars built for the 
Toronto Transportation Commission. 
This company built the 140 steel frame 
motor cars and sixty steel frame trail- 
ers recently put in service by the 
Toronto Transportation Commission. A 
large amount of manganese special 
trackwork used in the rehabilitation of 
the Toronto system was also supplied 
by this company. 


